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Car-Wheel Grinding. Machine. 





It is well known that chilled cast-iron car wheels are seldom 
or never perfectly sound when they are first made, and they 
are also subject to defects and wear which makes it desirable 
to true them up after they are cast. Nothwithstanding the 
hardness of the chilled portion, they can be turned, but the 
process is a very slow one. The fact that it might be possible 
to grind them true with emery wheels was suggested some 
years ago, but the process was not developed into a practical 
form until Mr. Gowan designed the machine which is illus- 
trated by the engraving herewith. 

As will be seen, it consists of a heavy cast-iron bed with 
two centres similar to lathe centres, in which a pair of wheels 
on an axle are swung. Two slide-rests are also provided, one 
for each wheel. Each of these carries an emery wheel, which 
is driven by a belt and pulley, the latter only being shown 
in the engraving. The slide-rests can impart a transverse and 
longitudinal movement to the wheels, so that they can be 
brought iu contact with the treads of the car wheels, and 
then be made to traverse their whole surface. The car 
wheels and axle are at the same time made to revolve slowly 
by gearing driven by a belt and pulley. These, excepting 
the belt, are shown on the left side of the engraving. An 


Hi 
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exhaust fan, shown on the right side of the engraving, is con- 
nected by a suitable pipe with the point of contact of the 
emery wheels with the car wheels, and serves to draw off 
the dust or fine particles of iron and emery which are pro- 
duced in the process of grinding, and which are so deleterious 
to the health of workmen. 

These machines are used for grinding both new and old 


| On the afternoon of the 


Train Accidents in October. 





The following accidents are included in our record for the 
month of October: 


REAR COLLISIONS. 
On the Ist a freight train on the Intercolonial road ran 


| into the rear of a special passenger train, which had stopped 
| to take water at L’Islet, P,Q. An engine and several cars 


were damaged and seven eae hurt. 
sta freight train on the Penn- 
| sylvania Railroad ran into the rear of a preceding freight 
near Greensburg, Pa. An engine and several empty cars 
were damaged. 
| Very early on the morning of the 2d a wild engine on the 


| Connecticut & Passumpsic Rivers road ran into the rear of | 


a passenger train near West Burke, Vt., doing a little 
damage. 

On the morning of the 2d a freight train on the Pittsburgh, 
Cincinnati & St. Louis road ran into the rear of a passenger 
train at Burgettstown, Pa. Acar was damaged and a pas- 
senger hurt. 

On the night of the 3d a freight train on the Boston & 
Albany road broke in two near East Chatham, N. Y., and 

,the rear section afterward ran into the forward one, 
| damaging 20 cars and blocking the road three hours. 

On the 5th a freight train on the Cincinnati Southern road 
ran into the rear of a construction train near Corinth, Ky., 
wrecking several cars. 

On the evening of the 5th an extra coal train on the New 
York & New England road, ran into the rear of a local 
freight which had stopped to do some switching near Hyde 
Park, Mass. The caboose of the freight was wrecked and 25 
ey coal cars piled up together, blocking the road all 

ight. 


Jn the morning of the 6th an express train on the New 
York, New Haven & Hartford road ran into the rear of a 
freight train which had stopped near New Haven, Conn., on 
account of a broken engine. Several freight cars were dam- 
a 


CAR-WHEEL GRINDING MACHINE 


Island road ran into the rear of an engine standing on the 
track in Jamaica, N. Y., damaging the tender. 

On the morning of the 9th, a local passenger train on the 
Missouri Pacific road ran into the rear of a freight train 
at Mgnchester Road, in St. Louis, Mo. The engine and 
caboose car were damaged and a brakeman hurt. 

| On -the morning of the 9th a local passenger train on the 
| Poenepvasie Railroad ran into the rear of a freight train 
| pear the Spruce Creek Tunnel, Pa. The engine was thrown 














the street below, being hurt so badly that he died in an hour. 

On the morning of the 11th a passenger train on the Third 
Avenue Elevated road ran into the rear of a preceding train 
which was stopping at the Ninety-ninth street station in 
New York. e engine and a car were damaged. There 


| was a thick fog at the time. 


On the morning of the 11th a freight train ou the Worces 
ter & Nashua road broke in two near Pepperell, Mass., and 
in backing up to recover the lost section, there being a thick 
fog at the time, the two sections came together violently, 
damaging the car and injuring the conductor. 
| At noon on the 11th a freight train on the Pittsburgh, Ft. 
| Wayne & Chicago road ran over a misplaced switch and into 

some freight cars standing on a siding in Canton, O. The 
| engine and several cars were badly dam ; 
Very early on the morning of the 12tb a coal train on the 
| New York Central & Hudson River road broke in two near 
Byron, N. Y., and the rear section afterward ran into the 
| forward one, wrecking 10 cars, 
| On the 13th a construction train on the Ohio Central road 
| ran into the rear of another construction train near Canter- 
| bury, O., wrecking several cars. 
On the afternoon of the 13th a yard engine on the Chicago, 
| Burlington & Quincy road backed into a passenger train 
which was just pulling out of the depot in Aurora, Ill. One 
car was badly broken and two passengers hurt, 
|_ On the night of the 13th a special passenger train on the ~ 
| Raleigh & Gaston road ran into the rear of a freight train 
which was going into a siding at Manson, N. C., and twocars 
were wrecked. 
| Late on the night of the 13th a freight train on the New 
| York, Lake Erie & Western road ran into a passenger car 
ae in the yard in Jersey City, N. J., damaging it 
y- 
|_ About noon on the 14th a passenger train on the Rome, 
| Watertown & Ogdensburg road ran into the rear of a ei 
| train which was standing on the track at Pulaski, N. Y. 
| The engine and several cars were damaged. It is said that 
| there were no signals out, although the passenger train was 


ged, due. 
| On the morning of the 8th a freight train on the Long | On the 14th a freight train on the Michigan Central road 


ames 





| broke in two near Jackson, Mich., and the rear section after- 
| ward ran into the forward one, wrecking several cars and 
| injuring two men in the caboose. , 
| On the evening of the 15th a passenger train on the Cana 
da Southern road ran into the rear of arepair train in 
Toledo, O., damaging several cars. 
On the morning of the 16th a passenger train on the Con- 
| necticut & Passumpsic Rivers road ran into the rear of a 
| freight train near Derby Line, Vt., wrecking the engine and 


wheels—or rather wheels which have been in service. It | 0VT, Several cars wrecked, the engineer killed, and the road | several vars, and blocking the road five hours. 


happens often that defects or ‘‘ spots” are developed in cast- | 


iron wheels a short time after they are put into service, or a 
flat spot is produced by sliding the wheels with the brakes, 
If such spots or flat places are turned or ground out of the 
tread, so as to make the wheel true, the latter will usually 
be fit for service again. 

It will be seen, then, that these machines have a two-fold 
use, first, that of making wheels perfectly round which are 
not so when cast ; second, that of removing or grinding out 
spots and flat places which make wheels unserviceable. 

Such machines are now in use on a number of roads, in- 
cluding the Chicago & Northwestern, the Chicago, Rock 
Island & Pacific, the Central Pacific, the Denver, South Park 
& Pacific, the Virginia & Truckee, the South Pacific Coast 
and the Nevada County. 

Itis said that one of these machines will true ten pairs of 
wheels in ten hours, and it is claimed that after being trued 
up they make a much greater mileage than they do without. 

In proof of this, however, we have no statistics nor any 
data concerning the cost of doing the work, excepting the 
fact that the cost of emery-wheels is 8 cents per new wheel 
and 16 cents for each old wheel turned. 

The machine was patented by Mr. J. H. Gowan, July 8, 
1879, and the machines are manufactured by the Chilled 
Car-wheel Company, of Carson, Nev. They hava, however, 
a representative in Chicago, whose address is post-office 
box 382. 





—Mr. John Lee Chapman died in Baltimore, Nov. 18. He 
was for man ears & prominent citizen and politician of 


years was President of the Western 


blocked three hours. 

On the 9th a passenger train on the Missouri Pacific road 

| ran into the rear of a freight which was stalled on a grade 
near Tower Grove, Mo. The passenger engine and two 
| freight cars were damaged and a brakeman hurt. 

Near midnight on the 9th an extra passenger train on the 
| Pennsylvania Railroad ran into the rear of a preceding pas- 
|senger’ train which had been stopped by a block sig- 
nal at Twenty-eighth street in Pittsburgh. Both 
trains were crowded with people going home from a political 
procession. The engine of the second train cut its way al- 
most through the rear passenger can, throwing the people in 
every direction, and, the boiler being broken, at once filled 
the car with steam, scalding nearly every one in it. There 
were 32 persons killed or hurt so that they have since died, 
aud 17 were less severely hurt. The coroner’s jury on the 
inquest censured the conductor of the first train for not 
sending back a signal, and because the rear brakeman, who 
shenld lave watched for following trains was in the cars 
helping to collect tickets. There were a number of men on 
the rear platform who prevented the engineer of the second 
train from seeing the tail-lights. 

On the morning of the 10th a passenger train on the In- 
dianapolis & St. Louis road ran over a misplaced switch 
and into a freight train standing on a siding at Nokomis, Ll. 
The engine ona several cars were damaged and the wreck 
caugbt fire and was burned up. Two brakemen were hurt. 

On the night of the 10th a freight train on the Southwest- 
ern Railroad, of Georgia, ran into some cars which had 
broken loose from a preceding freight, near Fort Valley, Ga. 
The engine and several cars were badly wrecked and the en- 
gineer hurt. 

On the morning of the 11th, ina thick fog, a passenger 
train on the Second Avenue Elevated road, in New York, 


stopped at the Kighty-sixth street station in New York, The 
train was moving slowly and only slight da;nage was done 
to a car of the first train. 

A moment afterward a third train came up and ran into 
the rear ot the second one, wrecking a car badly and dum- 





Baltimore : he had been Mayor of the ow. and for several 
Company. ” 


aging the engine. The fireman was aigett scalded ; the 
engineer was badly scalded and thrown é¢et down into 


ran into the rear of a preceding passenger train, which had | 


| On the evening of the 16th a fast freight train on the 
| Philadelphia & Erie road ran over a misplaced switch and 
into the rear of a freight train standing on a siding at 
Lovell, Pa. The engine and several cars were damaged, 
and Assistant Engineer Silleman of that division of the road, 
who was riding on the engine, was killed. A brakeman of the 
freight train was afterward arrested, charged with opening 
| the switch purposely, his object, as alleged, being revenge 
| on the engineer of the fast train, with whom he had had a 
quarrel, 
On the 17th a freight train on the International & Great 
Northern road ran into a preceding freight near Crockett, 
| Tex., wrecking the engine and several cars. 
| On the morning of the 18th a freight train on the Pitts- 
burgh, Cincinnati & St. Louis road ran into some cars which 
had broken loose from another freight in Corks Run Tunnel, 
The cars were badly damaged. 
| On the morning of the 20th a passenger train on the Cin- 
| cinnati, Hamilton & Dayton road ran into the rear of a pre- 
ceding passenger train, which was just going intoasiding at 
| Jones Station, O. The second train crashed into the rear car 
lof the first, breaking it up badly, and, the front of the 
| engine being broken in, the steam escaped into the car, scald- 
ing the passengers who were unable to get out. Fifteen 
| persons were hurt, of whom three afterward died. 
On the afternoon of the 20th a yard engine on the Chicago, 
| Burlington & Quincy road backed a lot of freight cars from 
|asiding into a passenger train just starting from the depot 
in Aurora, Ill. Three cars of the passenger train were badly 
| damaged and four passengers slightly hurt. 
On the afternoon of the 20th a freight train on the New 
| York Central & Hudson River road backed down over a 
| misplaced switch and into another freight train standing on 
a siding at East Buffalo, N. Y. Several cars were damaged. 
On the evening of the 20th a freight train on the Trov & 
| Greenfield road broke in two in the Hoosac Tunnel, Mass., 
|and the rear section afterward ran into the forwara one, 
wrecking several cars and blocking up the tunnei all night 
| Early on the morning of the 2xd atreight train on the 
| Pittsburgh, Ft. Wayne & Chicago ran into a preceding 
freight train near Alliance, O., wrecking several cars, d 
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aging the engine, killing a brakeman and injuring the engi- 


neer and conductor, was a dense fog at the time. 

On the night of the 22d a freight train on the Illinois 
Central road broke in two near ker, Ill., and the rear 
section afterward ran into the forward one, wrecking sev- 
eral cars, 

On the night of the 22d a f 
vania Railroad ran into a 
Pa., doing some damage. 


ht train on the Pennsyl- 
ing freight near Bessemer, 


About noon on the 23d a passenger train on the New York 
Central & Hudson River road ran into some cars which had 
broken loose from a preceding freight in Buffalo, N. Y., 
wrecking several of them. 

On the night of the 23d a freight train on the Pennsyl- 
vania Railroad broke in two near Marion, N. J., and the 
rear section afterward ran into the forward one, damaging 
several cars and injuring a brakeman. 

On the night of th a freight train on the New York 
& New England road was cut in two while running near 
Eest Hartford, Conn., with the intention of leaving some 
cars at the station, The detached section was not stopped 
soon enone but ran into the forward cars, damaging 
several and injuring a brakeman. 

On the evening of the 26th an Illinois Central yard engine 
ran into an Ohio & Mississippi passenger train in Springfield, 
Ill., wrecking a car. yard engine had been reversed 
and the engineer jumped, and after the collision it started 
away and ran several miles down the track before it stopped, 
fortunately meeting no other train. 

On the night of the 26th a freight train on the Union 
Pacific road ran into the.rear of an emigrant train near 
Washakie, Wy., wrecking several cars and injuring a brake- 
man. 

On the morning of the 29th a freight train on the Chicago, 
Burlington & Quincy road ran into a preceding freight near 
Rio, Il., ——. several cars. The engineer was killed. 

On the 29th a freight train on the Wabash, St. Louis & 
Pacific road ran into a preceding freight near Bement, III., 
wrecking several cars and killing a brakeman. 

BUTTING COLLISIONS, 

On the morning of the 5th there was a butting collision 
between two freight trains on the New York, Lake Erie & 
Western road in Owego, N. Y., by which both engines were 


slightly damage’, 

On the night of the 8th there was a butting collision be- 
tween a local pooemnger and a freight train on the New 
York & New England road near Hop River, Conn., by 
which both — were badly wrecked, several cars dam- 
aged, both engineers and both firemen killed and a conductor 
and one nger badly hurt. The fault is said to have 
been with the conductor of the freight, who should have 
waited at Willimantic for the passenger train to pass. 

On the morning of the 11th a freight train on the Buffalo, 
New York & Ph Iphia broke in two near Shipman, 
Pa., and the detac cars ran back down a grade and into 
the head of a following freight train, wrecking several cars 
and injuring a brakeman. The wreck caught fire and 
several cars were burned up. 

On the 12th there was a butting collision between two 
freight trains on the Nashua & Lowell road near Nashua, 
N. i. by which both engines were badly broken. 

On the 14th there was a butting collision between two 
freight trains on the Wheeling, Pittsburgh & Baltimore 
Branch of the Baltimore & Ohio near Point Mills, Pa., by 
which both engines were badly dam: : 

On the 14th there was a butting collision between two 
freight trains on the Midland Railway of Canada, by which 
both ae and several cars were damaged and two brake- 
men burt. 

On the 16th there was a butting collision between two 
freight trains on the St. Paul, Minneapolis & Manitoba road 
near Maple Prairie, Minn., by which both engines and sev- 
eral cars were wrecked. it was snowing hard at the time 
and the telegraph wires were down, 

On the night of the 16th there was a butting collision be- 
tween-two coal trains on the Baltimore & Ohio road near 
Somerset, O., wrecking both e es and 10 coal cars. One 
of the trains was out of time, but the conductor thought he 
could reach Somerset ahead of the other. 

On the morning of the 20th there was a butting collision 
between a freight and an excursion train on the Raleigh & 
Both engines and two 


Gaston road mies oungsville, N. C. oe gracing hes 
cars were ; One passenger was , three fatally 
hurt, and twelve less severely injured. 

On the 23d there was a butting collision between a freight 
and a passenger train on the Northern Railway of Canada, 
in me yard at Collingwood, Ont., by which both engines 
were a 

On the 26th there was a butting collision between two 
freight trains on the Chicago, Rock Island & Pacific road 
near La Salle, IlL, by which both engines and several cars 
were wrecked and a brakeman hurt. 

On the 27th there was a butting collision between two 
freight trains on the Chicago, Milwaukee & St. Paul road 
at St. Paul Junction, Mion., by which both engines were 
damaged. A fireman jumped and was badly burt. 

On the afternoon of the 27th there was a buttin 
between a Fitchburg nger and a Cheshire freight train 
on the Fitchburg road track in Fitchburg, Mass. Both 
engines and a car were damaged. 

On the night of the 27th a freight train on the Terre 
Haute & Indianapolis road stopped at Greencastle, Ind., and 
the engine cut loose to do some switching. The brakes on 
the train were not set, and it started away down grade, and 
ran into the head of a following freight train. Several cars 
were wrecked and a woman in the caboose badly hurt. 

On the afternoon of the 29th an extra passenger train on 
the West Jersey road ran into the head of a freight train, 
which was switching at Glassboro, N. J. Both engines were 
slightly damaged. 

On the evening of the 29th there was a butting collision 
between two passenger trains on the Pittsburgh, Cincinnati 
and St. Louis road at Burgettstown, Pa., resulting from a 
misunderstanding of orders. The tenders and baggage cars 
of both trains were badly damaged. A fireman jumped but 
was caught between the engine and tender and killed, and 
three men 8 a ride on the platform of the baggage 
car were also kill Both engineers were hurt. 

Near midnight on the 29th there was a butting collision 
between two freight trains on the Wabash, St. Louis & 
Pacific road at State Line, Ind., by which both engines and 
several cars were wrecked and the road blocked seven hours. 

On the afternoon of the 30th there was a butting collision 
between a ee and a yard engine on the Minneapolis 
& St. Leuis in Minneapolis, Minn. Both engines were 
a backward, and the tenders were completely 
wrecked, the engines being yon damaged. The men on the 
ar, jum and escaped unhurt. 

On the 3lst the milk trainon the Midland Railroad of 
New Jersey, ran over a misplaced switch and into two en- 
gines standing on a siding in Middletown, N. Y. three 
engines were badly damaged and a train-man hurt. 

CROSSING COLLISIONS. 

On the 12th a Cleveland, Columbus, Cincinnati & Indian- 
— passenger train ran into a Ft. Wayne, Muncie & Cin- 
cinnati freight train at the crossing of the two roads in 
Muncie, Ind. Both engines and several cars were damaged. 


collision 


| 








On the 12th a Wabash, St. Louis & Pacific passenger train 
ran into an Illinois Central passenger train at the crossing in 
Tolono, Ill., wrecking several cars and injuring two persons. 

On the 17th an Indianapolis & Vincennes freight train ran 
into a freight train on the Belt road at the crossing in In- 
dianapolis, Ind., damaging the engine and two freight cars. 

DERAILMENTS, BROKEN RAIL. 

On the morning of the 6th a freight train on the Terre 
Haute & Logansport road was thrown from the track near 
Hickland, Ind., by a broken rail, damaging the engine and 
killing the fireman. 

On the evening of the 31st a stock train on the Pittsburgh, 
Cincinnati & St. Louis roed was thrown from the track at 
Mingo Junction, O., by a broken rail. The engine went down 
a bank and several cars were piled up in a bad wreck, killing 
a lot of stock and blocking the road to hours. The engineer 
was caught under the engine and badly hurt. 

DERAILMENT, DEFECTIVE FROG. 


On the evening of the 7th the two rear cars of an express 
train on the Fitchburg road ran off the track at Littleton, 
Mass., and were thrown over against some freight cars stand- 
ing una siding. Both cars were badly broken, killing two 
mays and injuring 16 others, The accident is said to 

ve been caused by a frog being too high. This is the first 
serious accident to a passenger train on the Fitchburg road 
since 1842. 

DERAILMENT, BROKEN WHEEL. 

On the 13th several cars of a freight train on the Chicago, 
Burlington & Quincy road were thrown from the track 
near Chapin, Ill., by a broken wheel. Fourteen cars were 
wrecked and several of them burned up. 

DERAILMENT, BROKEN TRUCK. 

On the night of the 28th three cars of a freight train on 
the Vermont Central road were thrown from the track in 
Roxbury, Vt., blocking the road six hours. The accident 
was caused by the breaking of a truck. 

DERAILMENT, BROKEN BRIDGE, 

On the 2ist a bridge on the Natchez, Jackson & Columbus 
road, near Natchez, Miss.. broke down under a freight train, 
and two cars loaded with cotton went down into the river. 

DERAILMENT, LOOSE SWITCH. 

On the morning of the 16th two cars of a passenger train 
on the New York, Pennsylvania & Ohio road were thrown 
from the track in Kent, O0., by aloose switch. Some damage 
was done and a man hurt. 


DERAILMENT, SPREADING OF RAILS. 

Avout noon on the 21st a passenger train on the Pennsyl- 
Railroad was thrown from the track on a curve near Cone- 
maugh, Pa., the engine and four cars going down the bank. 
The express messenger was killed and two passengers hurt. 
The accident is said to have been caused by the spreading of 
the rails. 


DERAILMENT, ACCIDENTAL OBSTRUCTION, 


On the afternoon of the 20th as a freight train on the 
Montgomery & Eufaula road was backing up near Union 
Springs, Ala., a stick of wood fell from the tender and the 
engine was thrown from the track and upset, dragging sev- 
eral cars after it. wo train-men were badly hurt. 

DERAILMENTS, CATTLE. 

On the 6tha coal train on the Tyrone Division of the 
Pennsylvania Railroad ran over a horse near Millhall, Pa., 
and the engine and several cars were thrown down a_ bank, 
killing the fireman and injuring the engineer. 

On the afternoon of the 10th a gravel train on the Chicago 
& Pacific Division of the Chicago, Milwaukee & St. Paul 
road ran over a cow near Byron, Ill., and 10 cars were 
thrown from the track and piled up ina bad wreck. A 
number of people besides the laborers were riding on the 
train, and of these five were killed and 15 wounded. 

On the night of the 10th a freight train on the New York 
Central & Hudson River road ran over acow near Ilion, 
N. Y., and the engine and 10 cars were thrown from the 
track, blocking three of the four tracks all night. The engi- 
neer was hurt. 

On the night of the 14th a passenger train on the New 
York, Ontario & Western road ran into a lot of cows near 
Smyrna, N. Y., andthe engine and several cars were thrown 
from the track, and the engine rolled down a bank and was 
wrecked, The engineer and fireman were slightly hurt. 

On the 19th a coal train on the Seattle & Walla Walla road 
ran over a horse near Seattle, Wash. Ter., and the engine 
was thrown from the track. 

On the night of the 23d a repair train on the Cairo & 
Vincennes road ran over a cow near New Grand Chain, IIl., 
and several cars were wrecked, killing one man and injuring 
five others. 

DERAILMENTS, MISPLACED SWITCH. 

On the 14th the engine and one car of a passenger train 
on the Cincinnati Southern road were thrown from the track 
at Rockwood, Tenn.. by a misplaced switch. 

On the evening of the 21st the engine and four cars of a 
special passenger train on the Naugatuck road were 
thrown from the track at Union City, Conn., by a misplaced 
switch. 

On the afternoon of the 22d the engine and two cars of a 
freight train on the Selma, Rome & Dalton road were 
thrown from the track in Rome, Ga., by a misplaced 
switch. 

On the afternoon of the 23d the engine of a freight train 
on the Lake Shore & Michigan Southern road was thrown 
from the track by a misplaced switch in Buffalo, N. Y., and 
ran over into the pit of a turn-table. 

Ou the afternoon of the 26th a coal train on the Central 
Railroad of New Jersey was thrown from the track by a 
misplaced switch near Allentown, Pa., and the engine and 
26 cars went down a bank. 

On the evening of the 26tb a freight train on the New 
York, Lake Erie & Western road was thrown from the 
track near Port Jervis, N. Y., by a misplaced switch. 

On the evening of the 26th a freight train on the Alli- 


ance & Lake Erie road was thrown from the track near | 


Phalanx, O., by a misplaced switch. The engine and several 
cars were damaged. 

On the morning of the 29th an express train on the New 
York & New England road was thrown from the track by a 
misplaced switch at the Central crossing in East Hartford, 
Conn. The whole train left the track but remained on the 
road-bed and little damage was done, though it took five 
hours to clear the track. The switch signal was right, but a 
larger signal used for the crossing was set for safety and the 
engineer governed himself by that. 

DERAILMENT WITH MALICIOUS INTENT. 

On the evening of the 25th a passenger train on the Phila- 
delphia & Reading road was thrown from the track in 
Pottsville,.Pa., by a switch which had been purposely mis- 
placed. But little damage was done. A boy was after- 
ward, arrested for opening. the switch. 

DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 


On the 1st the engine of a gravel train on the Wilmington 
& Weldon road ran off the track on the wharf in Wilming- 
ton, N. C., and upset into the Cape Fear River, 
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On the evening of the 2d a freight train on the New 
Orleans & Mobile Division of the Louisville & Nashville road 
was thrown from the track near Grand Plain, La., blocking 
the road several hours. 

On the morning of the 5th three cars of a freight train on 
the Louisville & Nashville road were thrown from the track 
near Muldraugh’s Hill, Ky., blocking the road nine hours. 

On the 9th a freight train}on the International & Great 
Northern road was thrown from the track near Jewett, Tex., 
wrecking the engine, killing the engineer, and blocking the 
road several hours. 

About noon on the 13th the engine and 15 cars of a coal 
train on the Philadelphia & Reading road were thrown from 
the track near Port Clinton, Pa., blocking the road several 
hours. 

On the afternoon of the 14th a carin a freight train on 
the Connecticut River road ran off the track in Greenfield, 
Mass., and upset. 

On the afternoon of the 14th the caboose of a freight 
train on the Fitchburg road ran off the track in the yard in 
Greentield, Mass., and went into the ditch. 

On the morning of the 15th a freight train on the Peoria, 
Decatur & Evansville road ran off the track in Peoria, Ill., 
blocking the road several hours. 

On the morning of the 15th the engine and four cars of a 
freight train on the Boston & Albany road ran off the track 
in Hinsdale, Mass., and were slightly damage‘. 

On the night of the 15th a car in a freight train on the 
Pennsylvania Railroad ran off the track near Easv Liberty, 
Pa., blocking the road a short time. 

On the 16th several cars of a freight train on the Cleveland 
& Marietta road ran off the track near a trestle bridge near 
Canal Dover, O., and the caboose went over the bridge and 
was wrecked, killing two persons. 

On the afternoon of the 17th a car of a passenger train on 
the Germantown Branch of the Philadelphia & Reading 
road ran off the track near Wayne, Pa., and was damaged, 
injuring three persons slightly. 

On the evening of the 19th a car in a freight train on the 
New York Central & Hudson River road ran off the track 
near Fairport, N. Y., and several cars were piled up in a bad 
wreck, blocking the road five hours. 

On the morning of the 20th the engine of a freight train 
on the Cincinnati, Sandusky & Cleveland road ran off the 
track in Tiffin, O., and was badly damaged, blocking the 
road five hours. 

On the night of the 20th the engine of a passenger train on 
the New Jersey & New York road ran off the track at 
Hackensack Junction, N. J., and upset. 

On the afternoon of the 2lst several cars of a freight 
train on the Long Island road were thrown from the track 
in Brooklyn, N. Y., and some of them were damaged. 

On the morning of the 22d a freight train on the Boston 
& Albany road ran off the track near North Wilbraham, 
Mass., blocking the road two hours. 

On the 22dacar of a freight train on the Chicago, Rock 
Island & Pacific road ran off the track in Peoria, Il., block- 
ing the road an hour. 

On the afternoon of the 22d a freight train on the Cleve- 
land, Columbus, Cincinnati & Indianapolis road ran off the 
track near Marysville, O., wrecking several cars. 

On the evening of the 22d the engine and one car of a pas- 
senger train on the Pittsburgh & Castle Shannon road ran 
off the track near Castle Shannon, Pa., and went down a 
bank. 

On the night of the 23d a freight train on the New York 
Central & Hudson River road ran off the track near Fair 
port, N. Y. The fireman was badly hurt. 

On the night of the 26th a passenger train on the South- 
eastern Railway of Canada ran off the track near St. Lam- 
bert, P. Q., causing some delay. 

On the 27th a freight train on the Northern Pacific ran 
off the track at Apple Creek, Dak., and the engine went off 
the bridge into the creek. 

On the afternoon of the 30th several cars of a coal train on 
the Providence & Worcester road ran off the track near 
Woodlawn, R. I., and 30 dump cars were piled up in a bad 
wreck. 

On the morning of the 3lst a passenger train on the St. 
Paul, Minneapolis & Manitoba road ran off the track near 
Graceville, Minn. A car was wrecked, one passenger killed 
and five hurt. 

BOILER EXPLOSIONS. 


Early on the morning of the 16th a locomotive of the St, 
Louis, Iron Mountain & Southern road exploded its boiler 
while standing in the round-house at Baring Cross, Ark. The 
engine was wrecked and two men badly burt. 

On the morning of the 26th a switching engine on the 
Terre Haute & Indianapolis road exploded its boiler in the 
yard at Terre Haute, Md., wrecking the engine, killing the 
fireman and injuring the engineer. 

OTHER ACCIDENT. 


On the afternoon of the 15th the connecting rod broke on 
the engine of a local passenger train on the Cleveland & 
Pittsburgh road, when in Cleveland, O., and the loose end 
tore a large hole in the boiler. 


This is a total of 120 accidents, whereby 69 persons were 
killed and 187 wounded. In 21 accidents the death of one 
or more persons was caused; in 26 others personal injury, 
but not death, resulted, while in 78, or 61.8 per cent of the 
whole number, there was no personal injury serious enough 
for record. 


As compared with October, 1879, there was an increase of 


| 16 in the number of accidents, of 34 in the number killed, 


andof 41 in that injured. 
These accidents may be classed as to their nature and 
causes as follows : 


COLLISIONS : 


NS 0 66.8 ov 00t bd en codes, 40056 eke0seuemrerne 46 
Butting collisions... ........ eas pe 00+ bheaapusubetone 19 
Crossing collisions.... , oe sae’ 3 
—68 
DERAILMENTS: 
Broken rail....... me Pe Y- RE TSR AP eo 2 
Ek . ccindedeesveteuadinneee Sib ee eeesepue Ee 
Broken wheel obs 6ebe bUnecokegss sated sepathany Seven. wae 1 
Broken truck..... eames ces ip $4 400saee kta teeeaeebanns oe 
IR. 5 core Vanecd Vi ab wesld abner saaweh beet el het 1 
ec. vescne waced ous heeubepactpededek ebewenee nit 1 
IER 5 55:5 104:40.60:0.660 604000 00d ee eronmenet 1 
PE EOI . vn ccces itcbsstecseconenuereecee 1 
Se Sere er ry eee 6 
TINIE onthe cups secesvece’s osaed. teepeedeb tote 2 
Purposely misplaced switch... .... senceeecestesaene ee 1 
S55 ova viata aes cvleeie Shc: Kan) cae basenweendsd 25 
—49 
Boiler explosions............ Sibi” wach surstnadebteescsa bod 2 
No cn ccanccse cecbeccseos. wiagmasiensed 1 
AGaL  Tiviod ireece.'>*.», Socabaee ‘a. - rnennes adele 120 


Eleven collisions were caused by trains breaking in two ; 
four by misplaced switches; four by fog;-three by mistakes 
or misunderstanding of orders; two by failure to use signals; 
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one each by a runaway engine, by a flying switch and by a 
purposely misplaced switch. 

Twenty-four accidents may be traced to defect or failure 
of road or equipment; 4 directly to the elements; 7 to 
accidental or unavoidable obstructions; 58 to carelessness or 
defects of management; 2 were maliciously caused and 25 
were unexplained. 

As to time 67 happened in daylight and 89 in darkness, 
while in 14 cases the time is not definitely fixed. 

A division of accidents and casualties according to classes 
of trains is as follows: 


Colti- —_ Derail- Other 
Accidents: sions. ments. Accidents. Total. 
To passenger trains..... ....... 7 12 1 20 
Toa passenger and a freight... 23 és $ 
To freight trains............... 38 37 2 77 
PE Sena saeaane sb 68 49 3 120 
Casualties: 
Killed (SEES aE ee 15 1 69 
EM eas nasa neaensecanes 79 55 3 137 
iis 2 eA 132 70 4 206 


The average casualties to each collision were 1.94; to each 
derailment, 1.43, and to each other accident, 0.75. 

Of the wooden bridge which failed we have no definite 
account beyond the mere statement of its fall. There were 
altogether 12 accidents—eight derailments and four col- 
lisions—caused by carelessly misplaced switches. One col- 
lision and one derailment were maliciously caused; in both 
cases the open switch was used by the wreckers. In both 
cases they were caught and are now awaiting trial. 

The month makes a very remarkable showing. Generally 
free from storms, certainly from very violent ones, and of 
moderate temperature except in the extreme Northwest, it 
wasa month when a short accident list might he looked for, 
but, on the contrary, the number of accidents was far above 
the average and, with one exception, the largest of the 
year. A notable feature is the very large number of collis- 
ions, no less than 56.7 per cent. of the whole, while the 
proportion of those accidents is generally not far from one- 
third, 

Broken trains are the most frequent recorded cause of col- 
lision, and it may here be repeated that it is very doubtful 
whether the strength of couplings has kept pace with the in- 
creased length of trains, the greater train-loads and the 
faster time now in use. 

There was one very fatal collision during the month, the 
Pittsburgh collision. Another accident, fortunately less 
fatal, was almost a repetition of it, while both are but copies 
of the May’s Landing disaster. Ineach of the three a pas- 
senger train ran into the rear of another, apparently from 
want of proper signals. In each those who would probably 
have escaped almost unhurt from the crash, were fatally or 
severely scalded by steam from the broken engine. Is there 
not a lesson to be learned from these three ? 

For the year ending with October the record is as 
follows: 


Number 
of accidents. Killed. Injured. 

EE, as cr idiadcdad searcieseeeves 86 16 64 
PR.” 5, cispadethacdesansey sbe0eee 18 72 

03h cneysdendhedes)<vessdeseeenn 62 11 5 
DIE.) ds sdnee.caepaine 440040 enGnNern 64 16 49 
Co ccsce sthaancegemanpheae sake 65 9 33 
BETIS E.  cduns wockisagesecsterotcatn 71 11 45 
NWArccsete'ssaseeteterngerssattanenede 46 30 107 
A cicsnepevack csiinlsaanseths>caxbauee 56 15 77 
5 0044009548 cde anpakens disweneee 78 21 100 
CO” RP Oe ee 49 214 
SIN 5 5:3. sis oo? esutekentevecaenesoe 124 5 54 
RN ac ots Sesscebschale sacnsonmann 120 69 137 
DORI s vn aie cease i iis2 cen sesaseese 953 280 1,002 
Totals, same months 1878-79........ 886 182 685 


The averages per day for the month were 3.87 accidents, 
2.23 killed and 4.42 injured ; for the year they were 2.60 
accidents, 0.77 killed and 2.74 injured. The average casual- 
ties per accident were, for the month, 0.575 killed and 1.142 
injured ; for the year, 0.294 killed and 1.051 injured. 





Bridge-Guard of the Pennsylvania Railroad. 





The engraving represents what is called a ‘‘ bridge-guard,’ 
which is used to warn train-men of bridges which are not 
high enough to permit them to stand on top of thecars, The 
construction is shown so plainly that but little description is 
needed. To the horizontal arm which projects over the track 
wires are attached, and to these pieces of rope. The height 
from the top of the car to the lower end of the wires is suffi 
cent toallowa man to stand upright, but if he does so in 
passing under the guard he is struck by the ropes, which 
warn him that the train is approaching the bridge, which 
without such warning he might strike. The most effectual 
plan, however, to prevent such accidents isto make the 
bridges so high that no guards will be needed. 





The Metric System—Is it Wise to Introduce it into 
our Machine Shops? 


BY COLEMAN SELLERS, M.E. 





}Read before the American wig? of Mechanical Enzineers, Nov. 

The organization of a Society of Mechanical Engineers 
offers a convenient and fitting opportunity for the presenta- 
tion of the views cf a mechanical engineer on the subject of 
the metric system to members of his own professicn and to 
those who are similarly interested. During the month of 
May, 1874, I had the honor of reading before the American 
Railway Master Mechanics’ Association a paper on ‘*The 
Metric System in our Workshop; will its value in practice be 
an equivalent for the cost of its introduction ?”’ In that paver 
I treated the subject mainly in reference to its cost. From 
what has since been published by those who advocate tke en- 
forced substitution of the metric system for the weights and 
measures in common use in this country, it is evident that 
the subject will bear to advantage a different treatment. I 
now propose to supplement the question of cost by an en- 
deavor tv show that the system, per se, is not so well adapted 





to the wants of machinists as is the one now in use, and that 
its enforced introeuction will do harm to our industries in 
place of doing good. 

In addressing to the members of the American {Society of 
Mechanical oS magn arguments in opposition to any com- 
pulsory legislation in this direction, i fee! that 1 am speaking 
to men who are familiar with the subject and who have 
already given thought to the results likely to obtain from the 
— ~—— in the system. I feel, too, that I am speak- 

ng to those whose habit of thought fits them to consider the 

subject without bias: mechanical engineers, of all men using 
weights and measures, are the ones most eager to adopt what 
in the end will be of the most use. To them weights and 
measures are not abstract ideas, but tangible substances. 
Engineers make the machines for weighing and measuring, 
and the result of their use of those machines exists as fixed 
matter, costing millions upon millions of dollars. 

To the great bulk of mankind engaged in trade, in buying 
and selling, in bartermg and exchanging, it matters little 
what system they adop’; it matters little whether they are 
obliged to use a yard-stick or a meter-rod, pounds or kilo- 
grammes, quarts or liters. The cost to them of a change 
trom one to tLe other is the cost of the few devices needed in 
weighing and measuring ; the rationale of the system may 
never enter their thoughts. 

With the machinist the case is different. He must not only 
possess costly means of measuring and weighing, with a 
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means as are resorted to in metric-using’ countries. The 
system is urged by theoristsas a perfect system. A) nations, 
we are told, shouid adopt ut to bring about a eesirable unity 
|in weights and measures, eveu if all cannot be made to 
speak our language and all cannot be equally good and pious 
as acacia 1y some international scale of goodness aid 
piety. 
| The metric system ‘vas legalized here in May, 18¢6 Some 
|of its enthusiastic advocates now urge its being made exclu- 
|sive and obligatory. Societies are orgavized to teach its 
| principles to the people, and much money has been expended 
in publishing, but up to this time few conveniences bave 
been placed in the hands of mechanics to enable them to use 
it in their calculations. Some years ago (the conditions re- 
main the same to-day) letters addressed to leading publish- 
ing houses asking for metric books in the Eughsh language, 
equivalent to those to which we constantly refer, which 
books are as necessary to us as are our other tools, failed to 
bring v single favorable answer, What was asked for, was 
some book in which forroule shall be given in the most con- 
venient form expressable in relation to the metric nomen- 
clature. Many books can be found urging its merits as a 
system. and the writers of these, in showing (4 that the 
metric system can be learned entire in say fifteen minutes, 
may think they have done what is needed, but no book yet 
published in the Eaglish language, so far as I have been avle 
to learn, even approximates to what is required. We have 
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STANDARD BRIDGE GUARD, PENNSYLVANIA RAILROAD. 


degree of exactness unknown to others, but the results of 
these weights and measurements are fixed and unalterable. 
Enormous expenditures on tools, on drawings, on patterns, 
on everything he uses in making or building his machines 


are on what is involved in the primary system used in de- | 


termining weight and size. The product of this expenditure 
means everything that makes modern civilization possible. [ 
ped in this paper, to consider the subject only as it re- 


ates to our own profession; not in regard to its effect on the | 


rocer, the dry goods man, or on the druggist. I propose to 
show why, after nearly twenty years’ constant use of the 
metric system of measurement, I record my opposition to 
any enforcing legislation in this direction, because the 
metric system is not well adapted to the practice of the 
machine shop. 


To render my arguments of any value I must endeavor to | 
express myself so as to be understood by those who are not | 


mechanics, and must crave the indulgence of my associates 
for dwelling, as I shall have to, on details so familiar to 
them, and for making my explanation of the usages of the 
workshop so elementary. : , 

For nearly 20 years one large department of Wm. Sellers & 
Co,’s establishment has been worked on the metric system, as 
thoroughly as the system can be worked in ary machine 
shop; as thoroughly as it is worked in France or Germany, 
The drawings made for this department are to the metric 
scale, figured in millimeters. The small tools and gauges 
are to metric measurement only, and the product of the 
shop is scaled to metric sizes and called by names based on 
those sizes. : 

During all these years, and for many years before, we have 
taken pains to inform ourselves, so far as lay in our power, 
as to all possible good to be derived from the system, in the 
drawing room as well as in the shop. We inquired into its 
defects and endeavored to overcome them by the same 


«4 


; nothing like the hand-books published in German. These 
| Germans, in teaching their people, gave side by side in these 
almanacs of mechanics the formule expressed in Prussian 
inches and in meters, When the year 1880 came around 
they dropped the Prussian inch from these books when it 
was possible so todo. There are many very good books of 
tables for the ready conversion of the measurements of one 
system into the other, but unless an engineer is as familiar 
with the metric system as with bis own they aid him but 
little. On the other hand, our English work books are many 
and valuable. The great bulk of literature of primary im- 
portance to mechanical engineers is in English and expressed 
in feet and in inches, 

The absence of these help books need not, however, pre 
vent any one familiar with the metric system from using it 
in his practice. Lf he can think in the new system he can 
work init too. He can formulate what is directly needful 
to him if be will take the time and trouble so to do. The 
absence of these books has not prevented us from using it or 
familiarizing ourselves with it, and had it proved worth the 
| effort, and possible, we would long ago have placed our- 
| selves in position to advocate it, as none can knowingly do 
who have not tried it. In designing any engineering work, 
proportioned structures can be produced by either scale ; the 
working drawings can be then made to whatever system ob- 
tains in the shop of erection. This change from one or the 
other system in the drawing room is a matter of no difficulty 


whatever. The change from one system to the other in the 
workshop, however, involves more than the usual advocates 
| conceive of. : 

| To show the measure of the misapprehensions as regards 
| its effect on our profession, on tve part of the enthusiast 

advocates of the exclusive metric system, 1 will pass b 

| ang Bas : +) caaeal 
|some lesser lights and seek illumination from th ra 


‘luminary. 
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Mr. Frederick A. P. Barnard, 8.T.D., LU.D., who, . besides 
being President of Columbia College in New York City, is 
also President of the American Metric Bureau, and of the 
American Metrol -onare Ol ete., ete., said, Dec. 27, 
1877: “It is now little more than a dozen years since the 
movement in favor of the reform of the confused metro- 
logical system of the United States was set on foot. Origin- 
ating with a few advanced thinkers” (the italics are mine) 
‘‘and regarded with indifference by the multitude, it en- 
countered, as it is the fate of all efforts to emancipate man- 
kind trom the burden of traditional evils to encounter, a 
much larger degree of opposition than of encouragement or 
favor.” Then, after denouncing many of those who oppose 
the forced introduction of the system (see e 279 and else- 
where in his Metric System)says on page the same book, 
‘* Among the arguments urged by those who maintain the im- 
possibility of change only one appears to have much force, and 
that is the argument drawn from the dependency of machin- 
ery upon minute exactness in the measurements gd te and 
from the great expense which would attend the tation 
of machine shops and machines to a new system.” Guoting 
the majority report of the Franklin Institute as to probable 
cost, and referring to the second report of the committee of 
the New York University Convocation, in which report the 
number of dimensions requiring separate indications on the 
drawings of a twenty-five-horse-power steam engine are 
given, he continues: ‘Singularity enough these statements, 
and all the rest of the same class in both the reports referred 
to, instead of being arguments against the abolition of the 
present Pope we system and the substitution of the me- 
tric for it, afford the strongest reason for believing that that 
is precisely the thing which ought to be done. We desire, I 
suppose, to create a demand for our steam engines and our 
manufacturing machinery on the continent of Europe.” 
* * * * “ But a steam engine or a machine, all of whose 
parts are measuredin English linear measures, if transferred 
to a metric country and there, by accident, disabled, be- 
comes nearly useless, since the shops of such a country 
offord no facilities for repairing it,” ete. (the italics again 
my own). 

it seems needless to tell engineers that these statements 
show so entire an ignorance on the part of Mr. Barnard of 
the merits of the case as can scarce be credited from such a 
source. I feel ashamed to tender to him an explanation of 
what is involved, 

The unit of measurement used in making a machine does 
not in any way complicate the repairs of that machine, Ma- 
chines built in England do not always agree with any of our 
even sizes, yet this ye ay | isa matter of no moment in 
the repairs of any of them. If we fail to find sizes corres- 
ponding to our sizes in English machines, presumably built 
on the same scale of linear measurement as are our own, 
neither do we tind even millimeter sizes, always, in machines 
from France or Germany. 

Wm. Sellers & Co, make injectors for feeding boilers. 
They make them to the metric scale. They were doing so 
some years before Mr. Barnard’s ‘‘ few advanced thinkers ” 
went into the metrological reform business. Their instru- 
ments are made from drawings figured in millimeters in all 
parts, except where screws and screw-threads are needed. 
Screws to be cut on existing lathes cannot be conveniently 
figured metrically, unless we adopt the custom of some (er- 
man shops to figure in one dimension and make gauges to 
some other one, A serew bolt in Germany called 25 mm. 
diameter must be made 25,4 mm. size to conform to the 
screw system in use there. It will have 8 threads per inch 
and consequently 8 threads per diameter (I will explain this 
later). Screws cannot be metrically divided until metrically 
divided lead screws have been originated and put in the place 
of the inch-divided lead screws common to all lathes in all 
parts of the world, 

The people into whose hands these injectors pass know 
nothing of the scale of proportions to which they have been 
made, If some piece need repairs and its shape has been lost 
by wear, it is needless to say that a knowledge of the scale 
would give no clue to that shape, but from some existin 
original any part can be copied; to copy requires no eon 
edge of the scale used. Repairs, too, as a rule, require devi- 
ation from original size to compensate for wear. 

_ While the value of the unit of measurement may be of 
little moment in repairs, it is, however, all important in the 
first production of machines, This leads me to another mis- 
understanding on the part of those whom Mr. Barnard 
classes, I prmeae, with his advanced thinkers; this cleared 
away will bring us to the position required in a judicious 
consideration of the two systems in their application to the 
machine industries of our country. I quote now from ua 
pamphlet by Mr. Persifer Frazer; this pamphlet, says one of 
the Metric Bureau tracts, ‘‘ contains more points, all well 
made, than any other of the same size on the subject.” One 
of “the points” was suggested to him by the reading of a 
manuscript paper ou the subject, said to have been written 
by an American engineer. The point made is this: ** Lengths, 
breadths, thicknesses, capacities, and weights of things are re- 
lated to the accomplishment of man’s purposes and are varied 
to conformity with the inflexible laws of mechanics for dif- 
ferent motors, strains, and materials; no change of system 
will alter in the least their dimensions, though it may give 
them different names.” * The pont truth of me- 
chanics is, that the properties or dimensions of parts of ma- 
chinery to accomplish any given purpose will be unaffected 
by any standard of length or weight applied to the part.” 
lhis is a very good point, sounds well, but, as the facts are 
not exactly 48 stated, the point is a dull one. No workshop 
in the land is or can be equip; with minor tools and 
gauges for the production of all sizes by infinite gradations. 

he calculated proportions of machines, the sizes indi- 
cated by *‘ the inflexible laws of mechanics,” are sizes which 
must be made to conform to the nearest existing means of 
production and the merchantable sizes of the matter to be 
worked into shape. 

In shop ae and in mercantile practice, to avoid an 
endless variety and confusion of sizes, certain dimensions in 
progressive order are adopted, being the sizes found most 
usetul and most salable in practice. These progressive sizes 
we may call, in order to make the matter easily understood 
by “advanced thinkers” shop sizes and merchant sizes, 

It is by the use of well-considered ranges of shop and mer- 
chant sizes that the maximum of convenience is obtained at 
the minimum of cost. Hence one. metrological system may 
be found to possess advantages over another when put to the 
test of practice. The one that is best in affording the most 
convenient and the most easily used and memorized series of 
sizes should not be called unphilosophical. 

The resting place for memory in the American series of 
shop sizes is the inch. The inch’ is subdivided by a process 
of repeated halving down to 1, in the usual grade of shop and 
merchant sizes, as in bar iron. This gives 16 sizes to the inch 
for small sizes ; 8, 4, 2 or 1 to the larger sizes. 

Ifa machinist should order from us a set of caliper gauges 
— ? 6 up to 2, advancing by rs, and from 2 upto 4 advanc- 

g by 34, we are at once info . 
templaged in fe lined we ong rmed of the shop system con 

valculations based on the “inflexible law of mechanics,” 
as read by Jinite man, intimate for the size of a certain <a 
of some machine a dimension 3.95 inches diameter ; the 
prudent engineer has possibly assumed a sufficientl ample 
factor of safety to permit him to select 818 inches, near- 


He desires to use this shop size, because 4-in, iron. an obtain- 
able merchant size of bar iron, will clean up from the black 
to this size ; but if his dimension relates to castings or forg- 
ings he may select 4 in. as a shade stronger. 

etric-using people have ranges of shop and merchant 
sizes too ; when I come to compare their possible series and 
their actual series with our own some faint glimmer may 
come to those who now know nothing about the matter of the 
fact that our unphilosophic system is not so very bad after all. 

In regard to what is involved in each shop size, in a money 
point of view, I will give but one single example. The in- 
quiry to our own tool-room keepers for a list of the separate 
devices used in producing one size, viz., 14 in., brings to me 
the names of 159 articles or sets of articles, such as drills, 
reamers, gauges, boring bars and cutters, taps of all kinds 
for all sorts of uses, hardened mandrels, etc., etc. These 
many pieces, costing many hundred dollars, represent one 
size only. They tally with and belong to the dimension 
marked 144 in many thousand places on drawings, which 
have been accumulating for years, to patterns loading down 
our pattern lofts, to gear wheels interchangable over a con- 
tinent, and to the output of our factory for years. So im- 
portant in an economical point of view have come to be these 
shop-size series, that machines built in one shop, if to be re- 

produced (not repaired) in another, must be redrawn to con- 
ormity to the shop system in use before the work can be 
begun to advantage. Year by year this harmony in shop 
sizes in America spreads over a larger area. ntire har- 
mony in essential points exists in many of the leading shops. 
‘There are, however, examples still to be found in which 
machines built in one shop have no dimension in common 
with the shop sizes we use, as compared to our inch series or 
our millimeter series, for we use both. The expert recognizes 
such machines as having been built to gauges varied by the 
judgment of the master workman, or by the more costly 
method of fitting one piece to another already completed, a 
process not admissible in any well-regulated machine shop. 

A good workman may by hand construct, we will instance, 
asewing-machine. He will alter and try, and rearrange its 
parts until he has satisfied himself with the result. He may 
not have scaled this machine to any system. It goes to the 
manufacturer, who must, per fore, change some of the wild- 
cat sizes to conform to merchant sizes of the material to be 
used, For the rest he may be content to fit gauges and tem- 

lates to the model and reproduce it in minute exactness. 

fe recognize, however, in every well-arranged series of shop 
sizes, and in the means employed to maintain size, the high- 
est value of possible merchantable good workmanship, for in 
such possibilities we recognize economy in tools as well as in 
work, in interest op capital and in wages, This system has 
been growing year by year in spite of our so-called unphilo- 
sophic pony 6 Kli Whitney, in 1798, gave a lesson in this 
direction when he began to make muskets with interchange- 
able parts in Springfield, Mass., but it was not until 1855 
that the English government recognized what Whitney had 
done by importing American gun-making machinery. Since 
Whitney’s time, the standard system has been carried into 
all branches, not only of our own trade, but into all the re- 
quirements of other trades as well. 

The metrology of the American shops is based on the inch, 
and on itonly. This dimension is cut up into minor parts by 
halving to any degree of subdivision, practically in shop sizes 
to ,'y ; it is also divided into 10 parts and into 12 parts when 
such divisions serve any good end. All such divisions have 
their uses and lead to no confusion. _ The inch squared is the 
base of our strains and pressures, The inch cubed gives us 
capacities, Later, [ will speak of 12 and 36 in. squared and 
enbed. This one unit, the inch and pound weight of 7,000 
rrains Troy, is all that a machinist needs to carry on his 
oer eee His inch is the same inch as is used in England 
and in the Russian machine shops. His pound is the pound 
in common use in England. 

In America we have dropped some needless weights and 
measures, just as we have seen fit to drop the letter u from 
some of our words. We do not use in the machine shop the 
ton of 2,240 lbs. nor its quarter or its hundred weight ; we 
do use a weight called “ton of 2,000 pounds.” This is the 
factor weight in strains, and by it we sell machinery. Other 
trades may retain some of these useless things ; [am speak- 
ing enly of machine shop practice. 

The unit of measurement in France and in Germany is the 
millimeter. It is not and cannot be the meter for the fol- 
owing reason: The great majority of all sizes used in the 
construction of any machine, whether it be big or little, are 
less than one meter. By the use of the millimeter only, deci- 
mals are avoided. Eight millimeters must be written 8 in 
the millimeter scale, while it must be written .008 in the 
metric scale. This 1s reason enough, for by the use of milli- 
meters only, confusion of signs is avoided, and the danger 
incident to decimals is also avoided ; hence all drawings are 
figured in millimeters only, up to dimensions measuring 
many thousand millimeters. This little dimension is 
then squared and cubed, or ten or a hundred millimeters 
are squared and cubed, for the uses corresponding to our 
squared and cubed inch and foot. As may be expected, 
happy coincidences of conveniences are found in either sys- 
tem. Thus an ardent metric advocate instances that 1 kilo 
to the square centimeter is just one atmosphere. We say 15 
Ibs. to the inch isan atmosphere. Neither one is right, but 
the 15 lbs. to the inch is 1 per cent. nearer right than the 
other is. For a machinist who seldom uses atmospheres a 
happy coincidence on the other side will be of more service. 
It so happens that wrought-iron bars with parallel sides 
measure in square inches of this section just one-tenth of 
their weight in pounds per yard. Now, inasmuch as ‘“‘shapes” 
in iron are rated by the pounds per yard, for convenience in 
large structures, so it comes to pass that, when we know the 
weight per yard of any wrought-iron “shape,” we know at 
once its sectional area. Inasmuch as compressionand exten- 
sion and factors of safety are involved in a knowledge of 
cross section, it is handy to be able to find it so readily, is it 
not? Ashape iron 80 lbs. to the yard has 8 square inches 
area of section. If itis good for 10,000 per square inch in 
extension we may load it with 80,000 Ibs. 

I have set out to compare the two scales—to compare the 
two units, rather, after an experience of twenty years with 
both. The inch is 25.4 times larger than the millimeter. 
These are the two dimensions we are to compare. 

We will begin in thedrawing-room. Here “ the inflexible 
laws of mechanics” find their first expression in form on 
paper. Few machines, or even parts of machines, can be 
drawn full size. Hence comes the need of “scales.” There 
is reason in all things, even in scales. The unwritten law of 
most machine shops is to make every drawing as large as 
possible, as near full size as the nature of the subject and the 
dimensions of the paper used will permit. We have in our 
| drawing-room about 125 drawers, each of which will take in, 
without folding, drawings 52 in. (1,820 mm.) long by 33 in. 
(840 mm.) wide. Thisis about as large a sheet as we can use 
to advantage, and tracings from these are not unmanageable 
in the work shop. 

For metrical drawings we can use the following scales 
only: 

Full size in which 1 mm. = 1 mm. 

One-half size in which 44 mm. = 1 mm. 

One-fifth size in which 2 mm. = 1 cm. or 2 cm. = 1 dm, 


_- 





est shop size below the theoretical size; 84§ = 3.9375 inches. 








One-tenth size in which 1 mm. = icm. or 1 cm. = 1 dm. 
One-twentieth size in which 5 mm. = 1 dm. 
One-twenty-fifth size in which 4 mm. = 1 dm. 

One-fiftieth size in which 2 mm. = 1 dm. 

Down to the one-tenth scale the dimensions can be read 
from a good millimeter rule, for the one-twentieth, the one- 
twenty-fifth and the one-fiftieth scales must be con- 
structed. The jump from one-half to one-fifth size is 
unfortunate. Gould we conveniently quarter the 
whole size we would have an increased area section, a matter 
of much moment. The } of 10 in. is 2 in., and the square of 
2is4. The ¥f of 10 in. is 214 and its square is 644, a gainin 
size of over 50 per cent.; a gain in comfort, in convenience 
and in eyesight. Here we catch the first glimse of the ad- 
vantage of our own system; for with it a draughtsman can, 
from an ordinary well-divided inch rule, obtain the follow- 
ing scales: Full 34, 6, 4, 3, My wher bbs Shy tay devedta—12 
gradations, as compared to 7, and to these i2 can be added 
with perfect ease 5 of the others, making 17 in all, if the 

oreference be for the decimally-divided inch, a scale carried 
in the tool-box of every machinist, and obtainable from the 
two-foot rule in so common use. 

The scale series in most common use is that of 14, 44 and 4; 
this halves down from whole size, and can be raisec, in rapid 
drawing. by taking off diameter sizes from one drawing and 
using them as radius dimensions in the other, a process im- 
possible between '¢ and } sizes. 

The true value of this extended series of scales, with its 
eer advantages, is manifest to any one familiar with 
0th, and admits of no dispute. Is it a wonder that draughts- 
men brought up under a metric rule take so kindly as they 
do to our unphilosophical system ? 

Drawing is but a small part of the engineer’s work. More 
or less calculating has to be done: many hours must be spent 
in figuring strains, estimating weights, determining speeds 
and what not. This brings us to the test of convenience in 
calculation, to the stronghold of the metric advocates. It is 
just here that Dr. Edward Wigglesworth in his metric tracts 
comes out the strongest in his peculiar style. He says that 
Americans, self-ruling, are really too Jazy, while merely 
claiming to be too stupid, to use the system. He says, ‘‘ Shame 
on a country which to party gives up what was meant for 
mankind.” ‘It is claimed that the decimal notation of the 
metric rule gives great facility in calculating, but that this 
is not its sole advantage. 

Mr. Frazer savs: ‘* Let the carpenter or mason be asked 
how many tons vf water a structure, whose external ([ guess 
he means internal) dimensions are given, by his rule, will 
contain, and they will acknowledge that the decimal division 
is not the only advantage of the metric system, but that 
another is the perfect relation of extenrion, capacity and 
weight.” For astructure 5 ft. square and 10 ft. deep the car- 
penter would divide, in his head, 250 by 32 and say 8 tons, 
nearly, or 7.8125 tons exact of the tons of 2,000 Ibs in use 
in allsuch measurements. The metric system would give 
for a nearly similar structure, say 1.5 1.53 meters, a re- 
sult obtained by multiplying only; but what then? This 
problem applies to water only. If these spaces were to be 
loaded with bricks the metric multiplication must be ctill 
further multiplied by the specific gravity of bricks, thus: 
1.51.58 1870 = 12,622.5 kilos, while our mason’s sum 
would read 5x5 10x 125 = 81,250 Ibs. of common hard 
bricks, with an ease of calculation rather in favor of the two- 
foot rule. 

I have mentioned the innumerable books which have been 
prepared, simplifying processes of calculations by tabulating 
the results of experiments on a basis of the inch unit. Of 
these books the English experiments form a large bulk of the 
valuable engineering knowledge of the world. Hodgkinson, 
for example, experimented with the crushing resistances of 
various substances, and the results of his experiments are in 
the possession of all engineers. He took examples in cylin- 
drical form, 1 in. diameter, 2 in. long each, for these experi- 
ments. Armengaud quotes these experiments and tabulates 
the results, saying they were obtained by Hodgkinson, avec 
des cylindres de 0.0254 de dtre suy 0.508 m, de hautr = 1” 
x 2’, and from these he deduces, for example, that ash basa 
crushing resistance of from 610 to 653 kilos per square centi- 
meter. 

Mr. Trautwine, quoting Eaton Hodgkinson’s experiments, 
also tells us that ash, weighing from 45 to 53 Ibs. per cubic 
foot, has a crushing value of 8,600 Ibs. per square inch. Now, 
1 pound per square inch = .0703077 kilo. per square cm., or 1 

8,600 Ibs.” 
14.2282 lbs, per square inch, —— 

14.22 

= about 605 kilos. to the square cm. Here, from Trautwine’s 
deduction, the metric-using engineer will employ 605 as a 
factor where we use 8,600 in the same case. THe, because his 
unit of measurement is less, or, rather, requires more figures 
to express it, multiplies these many figures by a lesser factor, 
while we, expressing our dimensions with lesser figures, use 
with these figures, a larger factor. In other words, we can 
complete our calculation sooner because we are able to deal 
with the largest measures compatible with convenience. We 
can use the cubic inch, the cubic foot or the cubic yard, at 
our pleasure, just as the mechanic selects his tools in accord- 
ance with the extent of his work, and don’t fool time away 
driving at a railroad spike with a tack hammer. 

Ihave before me, as 1 write, French books and German books 
on mechanical engineering. In some, both French and Ger- 
man, all or nearly all formulas for strains are expressed in 
kilos. per square cm., while Prof. Reuleaux, in his many 
caleniaa books of reference, seems to adhere to kilos. per 
square millimeter. Now, to test the matter of convenience, 
in a way familiar to all mechanical engineers, let us go to 
Reuleaux for ou: information as to the strength 
of cast-iron, in the familiar equation for beams 

4sbh? 
--. Reuleaux says the value of s may be taken 


kilo. per square cm. 





of W = 





as 4 kilos. per square mm.; this equals 400 kilos, per square 
cm., or 5,689 Ibs. per square inch, Let our example be a 
cast-iron beam of rectangular section, 9 in, deep, 4 in. wide 
and 10 ft. between its supports ; given, to find its safe load 
in the middle. Let us round up these dimensions into a 
somewhat similar beam, measured in mm., 230 x 100 x 3,000, 
Now, h = 280 or 9, b = 100 or 4, / = 3,000 or 120. 
The formula then reads, 
n oo or 
4x caked ¥ 880 4,702k for all dimensions, in mm. 
or 
4x 400% x 10 x 23 x 23 i - 
6xB,000 — for all dimensions, in cm, 
If we take 6 from the denominator, then 
1 x 66.6 x 10 x 23 x 23. 
300 
If we make the formula good for cast iron only, and use 


centimeters in the numerator and meters in the denomi- 
nator, which is the best we can do, 


2.0660 b! 
i 








2.664 x 10 x 23 x 23 


for cast iron = 5 
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Compare this with 


—* bh which reduces to 


3 
S16 r » for cast iron, and reads 816x ‘ 5 0x0 . 

My note-books are full of such examples as this ; it has 
been my wish to test this matter thoroughly ; my experi- 
ence covers many examples of engin’ srs and draughtsmen 
educated in metric-using countries, who, when they come to 
us, learn to use our measures as quickly as we can learn to 
use theirs, but adopt our methods of calculation as involving 
fewer figures. Thus, for all practical purposes, in strains, 
what will be strong enough in kilos., if we assume two pounds 
to the kilo., will be near enough right, and if the “grand 
truth of mechanics is that properties or dimensions of parts 
of machinery to accomplish any given purpose will be un- 
affected by any standard of length or weight applied to the 
part,” it is therefore possible to arrive at the theoretical 
proportion by either system, and it is presumable that the 
workman will select the easiest one to work with, the more 
so if the easiest one happens to be the one he has been most 
used to. I have yet to see the example of a metric-educated 
draughtsman working in millimeter calculations on an inch- 
measured machine, while with our own experience with both 
we could follow him in either. 

Cubic inches go farther than cubic millimeters, i.e., they 
involve fewer deures in their expression ; use a cubic 
inch is 16,000 larger than a cubic millimeter, it is 16 times 
larger than a cubic cm.; and while, again, the liter is, may 
be, 64 times larger than the cubic inch, yet is the cubic foot 
27 times larger than the liter, and between the liter and the 
cubic meter there is no unit of measurement ; 10 liters, like 
our gallon, has an edge only expressable in decimals. 

The harmonious relation of extension, bulk, weight and 
all that comes out strongest when we deal with distilled wa- 
ter. Away from that ger pr fluid, and we are required to 
know and use the weights of matter as they relate to water. 
T must confess I see no difference in favor of cating up in 
books the specific gravity of matter, or in looking for the 
weight of matter in pounds per cubic inch, or foot, or yard. 

With distilled water engineers have little to do ; when 
they note the solid matter accumulating in their boilers, 
they wish they had more to do with it. In hydraulic calcu- 
lations the weight of distilled water, however, may be near 
enough to the weight of the water they have to deal with to 
enable them to reap all the advantages desirable from the 
system, did not the small units, the millimeters, or the many 
figures in the decimals of the meter, mar the result in a 
labor-saving point of view. 

The value of the drawing-room system is tested or tried 
when the drawings reach the machine shop. It is there that 
errors are found out. An incorrectly figured drawing costs 
nothing on account of the errors so long as tha drawing rests 
quietly in its drawer ; but it costs fearfully when the error 
is discovered in the partially finished machine. All engi- 
neers agree on one thing, viz., the fewest possible figures that 
can be used to express dimensions clearly, the easier it is to 
work to the drawing, and the less liability to make mis- 
takes. Beautiful as is a decimal system in calculation, and 
we all use it, save in mental arithmetic, it has been found 
advisable to avoid the use of decimals as far as possible on 
the drawings used in our workshops, even in metric-using 
countries. A misplaced point is an easy error to make, and 
may cause no end of trouble and expense. 

I had hoped for gain in the drawing room from the use of 
metric scales; | expected to find mere than in the machine 
shop; { have been disappvinted in both. 

In the machine shop we come to test the value of shop 
sizes and merchant sizes, or rather the series possible in both, 
with one or the other system. For what is in use abroad, 
we look to Germany rather than to France for information 
useful to us, inasmuch as in Germany the metric system was 
taken up atalate day, and was introduced in its entirety 
without shock. To united Germany anything was beiter 
than their frightful confusion of 15 inches in use, all differ- 
ing from the inch still used with their screw threads, and 
differing from the inch of England. The metric system is 
incomparably better than their before entire want of any 
uniformity. With usthe matter is very different, as will be 
seen more clearly as we advance. We divide our unit, in 
practice, into just what parts are best suited to express our 
practical wants, and the system in our machine shops is uni- 
form over a continent. 


‘The first item of manufactured matter entering the 
machine-shop door is bar iron. The merchant sizes of round, 
square, etc., in America, are by jy, by %, by \, ete. In 
Germany, similar bars advance in size by 1 num. up to 40, 
by 2 mm, from 40 up to 80, and by5 mm. above 80. This 
system is memorizable by 40 and 80—by 1,2 and 5. It is 
the best that can be dove with a system tied up toan unhalv- 
able scale. It does not agree with the English or American 
merchant sizes except in a few sizes. The system of bolts, 
diameters and threads per inch common or general over the 
continent of Europe is that known as th? Whitworth sys- 
tem. They still adhere to this system as they do to the 
English system of gas and steam pipes and their fittings. 
The Whitworth system pitches its threads to even numbers 
or half numbers per inch in length. These pitches are easily 
obtained from the lead screws of all lathes, which are 2, 4 or 
6 threads per inch asarule. Having given up the inch, the 
Germans formulate their threads per diameter (see tables at 
the end of this paper), For the names of the bolts, they 
must either retain their English names, and call a 25.4 mm. 
bolt one inch, or they must call it what it is, 25.4 mm., but 
some call it 25 mm., and make it.4 mm. larger. This inch 
bolt has 8 threads per inch, and, as the diameter, too, is 1 
inch, it can be said to have 8 threads per diameter. A 1;-in. 
bolt measures 28.6 mm.; it may be called 29 mm. size; it 
must be cut out of 29 mm. iron, the nearest merchant size, 
with a loss of ie of a millimetre. This loss don’t seem much, 
but the dies which have to cut it off tell the story very soon. 
The Whitworth scale gives the same pitch to 1 and 14% 
screws, viz.,7 per inch. The exclusive metric shops call the 
one 73g threads per diameter, and the other 8%, and yet 
they are practically the same and must be cut with the same 
combination of change wheels on the lathe. Here is a 
precious example of what comes from trying to harmonize 
two systems under one nomenclature. The screw system in 
general use is so good, it has been so long in use, its dis- 
turbance would shock so many interests, that it is unwise to 
give it up, as unwise as it would be to adopt the American 
gas-pipe system in place of the English, or for us, if for sake of 
uniformity with England and Germany, we should attempt 
to force the adoption of their system into our houses. 

Imagine the hue and cry if some “ benevolent despot,” for 
the good of mankind in geaeral and Europeans in particular, 
should direct us to change our “ fittings” to English stan- 
dards, none of which woul fit the pipes we have in our houses. 
Why, we are even vexed enough if we are sold a “ sleeve” 
which will not fit a pipe put in place thirty years ago. 

America has, for the last half ceutury, been striving in its 
own way, toward equalization of its standard sizes. The 
immense railroad industries demand this, Standard wheels 
on standard axles—standard fit sizes for both—are all 
— . inch scale of sizes. 

standard shafting for mill ri ves & example. 
It has been demonstrated that bars onetulty eed to ze 





rounds can be reduced to turned shafting with the loss of 14¢ 
mm., or ,'y inch to the diameter. Hence, bars 2, 244, 244, 234, 
8 in., ete., are made into shafts ;, less in diameter, sold b 
their full size names, i. ¢., by the name of the iron from whic 
they have been made and designated by the affix * shaftin 
size.” A 2-inch shafting-size bar measures 1}§ in., and a pul- 
ley ordered to-day with an eye to fit a 21¢ ora4-in. shaft made 
thirty years ago will be found to be to size. Now this 
American shafting sells freely in Europe and no one com- 
plains of its size. He can command the markets of the 
world who can make the best machinery at: the least cost, 
and that machinery will be taken and used and no questions 
asked about its inches or its millimeters. s 

A scale of shafting sizes so uniform and so easily expressed 
by \ up to 8\¢ and by ¥ in. tosizes above 8 is metin metric 
countries by the ease of an advance by 5 mm. only. To ob- 
tain the economy of American shops their shafting sizos 
should be 1144 mm. less than their name, é, e., a 100 mm. 
shaft should be made 98!¢ mm. diameter, but the Germans 
have seen fit to retain even sizes, and are thus obliged to use 
57 mm. iron to make a 55 mm. shaft, and 93 mm. iron to 
make a 90 mm. shaft, while on still larger shafts they must 
be content to lose 5 mm. at each turning. Such is the usage 
now, so far as we can learn, 

The shop sizes in America harmonize with the merchant 
sizes and with convenience. We cannot change them. It 
would be unwise, I think, to do so in face of the obtainable 
metric sizes if we could. One other example of good and 
bad systems, and I have done with this part of our subject. 


An essential of all machine shops is a drill system ; aseries | 5’+ 


advancing by ,\ up to 1 inch, and by }¢ inch up to 2 inches, 
is equivalent to an advance by 144 mm. in a metric series. 
Such an advance as 11¢ mm. is impracticable, because it 


must be memorized entire ; it affords no holding place for “ 


the memory. Twist drills were first made in America ; they 
were so good, so useful, that American drills came to be the 
rage in Europe. After a time good makers there began their 
manufacture. I will mention one house, founded in 1834, 
that of Heilmann, Ducommunn & Steinlen, at Mulhouse 
(Alsace), one of the best known houses in all Europe. They 
make twist drills from 10 mm. up to 50 mm., advancing by 
1 mm., but their price list tells us that the sizes marked in 
bold-face type are the sizes in use in their own shop. These 
sizes are: 10, 12, 15, 18, 20, 28, 25, 28, 30, 82, 35, 37, 40, 
42, 45, 47,50. Here a series of sizes approximating the 
English ones is adopted, but it is a series which must be me- 
morized entire, us its advance is not by two or by three 
either, in regular sequence. Wecannot question the wisdom 
of the men who have selected these shop sizes to meet their 
known wants ; they rank too high as workmen, they know 
too much to challenge criticism. Doubtless, this scale of 
sizes is about the best: they can do with the metric system ,; 
we would not tie ourselves to it. I could continue the list of 
practical difficulties until I had filled a volume. They run 
through the entire list of all that goes to make up the re- 
quirements of our profession, and show how unwise we 
would be to change, if we could do so for the sake of har- 
mony with Europe. We have not adopted the Whitworth 
system of screws in America, and yet, by so doing, we 
would place ourselves in harmony with all Europe. e re- 


cognize objections to the system, and when those objections | 9 


were clearly pointed out by Mr. William Sellers, and he pro- 
posed a system free from the objections, his system was ac- 
cepted by the committee of the Franklin Institute, and then 
by many departments of our government. Had the metric 
system shown itself to be the perfect system it is claimed to 
be, it too would have been taken up more generally at a 
time when it was easier to have done so than now. 

The American mind is quick to note what is to the advan- 
tage of American mechanics. We take up quickly what is 
good to hold to, and we will not accept what we have demon- 
strated to be less useful. This was made manifest to Prof. 
Reuleaux, Director of the Industrial Academy, Berlin, and 
is expressed by him in his report on motors and machines at 
Paris Exposition, 1867. In gg | on the many nov- 
elties from America, he says, ‘Upon the whole it may be 
said that in machine industry England has partly lost her 
formerly undisputed leadership, or that she is about to lose 
it. The healthy young transatlantic wee’ which contin- 
ually withdraws from us energeti: and intelligent beads and 
robust hands, makes, with the aid of ber peculiar genius, the 
most sweeping progress, so that we shall soun have to turn 
our front from England westward.” Then, in commenting 
on the rapidity with which American ideas were finding a 
home in Germany, speaks of the genius for inventions of this 
kind as peculiar to us—“‘ They are distinguished from us by 
more direct and rapid conception. The American aims 
straightway for the needed construction, using means that 
appear to him the simplest and most effective, whether new 
or old,” * * * “The American a in accord- 
ance with the severest theoretical abstractions, observing 
on the one side a distinctly marked out aim, weighing 
on the other the available means or creating new ones, 
and then proczeding regardless of precedents, as straight 
as possible for the object.” * * * ‘This spirit is a 
prominent in the (Wm. Sellers’) system of screw threads 
which he has boldly placed alongside of the old venerated 
Whitworth system, in spite of the terror of its numerous ad- 
herents, after he had discovered actual deficiencies. A 
proper valuation of this proceeding contains the most in- 
structive hints for our higher technical institutions. 

There is an wreconcilable discord between the inch and 
the divisions of the meter. The inch has become fixed to a 
greater extent in dollars and cents, in fitness and cotve- 
nience, in this conntry than in Germany, and yet there, in 
some cases I have sown, it cannot be given up. To keep 
our scale of sizes and use French dimension sizes would 
“furnish a precious example of the simplicity of the decimal 
system.” I was a signer of the majority report of the 

ranklin Lustitute which opposed the compulsory adoption 
of the metric system. That report was prepared and writ- 
ten by the Chairman, Mr. Wm. P. Tatham, since made 
President of the body which adopted it as their view of the 
matter. Mr. Tatham is a manof cuiture and a hard student. 
His business as maker of lead pipes would have been less 
affected than that of almost any other manufacturer by the 
introduction of the metric system. He said, and I subscrib- 
ed to the statement, that he believed that the ultimate bene- 
fits of the change proposed would be of less value than the 
damages during the transition. This was on the suppositious 
view that ultimately some would be benefited. As an en- 
gineer I can see no possible good to come to American 
machinists from the change. Its introduction exclusively 
would not diminish his labor in any way ; it would not 
cheapen his product, it would increase its cost. It is in fact, 
however, so impossible in view of existing matters and ex- 
isting harmony in interchangeable matter, that should the 
pan» Bs standard be made the only Jegal standard in America 
to be used in buying and selling, the engineering establish- 
ments now in existence could not heed the law, but must 
perforce use their existing tools and gauges of precision, and 
continued to make material in conformity with existing mat- 
ter. 

The metric system was admitted here to an equal fostering 
in point of law in 1866. It had not ‘been fegntiend in any 
way when we, for good reasons, introduced it into our own 
worksbop in Philadelphia, and yet, at that time, we asked 
no one’s permission to do what we pleased in the metrologi- 





WHITWORTH’S SCREWS. 
In use in Europe, especially in Germany. 
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TLE OF AMERICAN AND ENGLISH GAS PIPES. 


U, 8, STANDARD, ENGLISH STANDARD, 


Nominal \Act'l outa, Number of Act’! outs.|Act'l outs, Number of 
Diameter.| Diam. in| Threads Diam.in| Diam.in) Threads 
Engl. in.) perinch, Engl. in.) mm, per inch, 
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cal management of our own business. We had a — 4 
try the system in making something which did not « ash 
with existing merchant sizes ; once having perfected an or- 
ganization in this department we became fixed in its con- 
tinuance. Precisely the same reasons why we cannot change 
our general system into the metric hold against our giving 
up the metric system in the departments where it is in use. 
If the change to the metric system will aid commerce, let 
the merchants do as we have done—try It. Commerce de- 
pends, in a large measure, on the possible out-put of ous 
workshops. The engineer controlling the workshop, and 
who, to be successful, must be a merchant too, knows too 
well how he stands to give up a practically useful system 
more convenient to him after having tried both, for the sake 
of any fancied conformity with other countries, He can 
give up no vantage ground. His success in his life-battle in 
these days of active competition depends upon wise econo- 
mies to enable bim to prosper. He has no more reason to 
cripple himself with an inconvenient system of metrology 
than he has to give up a tariff of protection on his production 
in order to make it easier fcr the w orld to compete wit bh him, 
I am tempted to touch on the educational view of the sub 


ject, but will content myself with very few words. W nen 
engineers are told that the change to the inetric system wou 
save two years, or one year, In the school life of every child, 
they ask how many years are now devoted to mathematics 


only, in tue average four years’ schooling of the mass of our 
boys, andask, What is to be lopped off to make this saving 
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Many a good workmen who has risen to a high rank among 
educated mechanical engineers bad too few years at school 
to admit of a month’s saving in any one branch of bis 
studies. 

It is the thing just now to favor the change. A young 
engineer enlisting himself in the ranks of the metrical re- 
formers (2 buys a cheap scientific notoriety. He is brought 
into sympathy with the self-constituted advanced thinkers. 
Those who oppose the change, after having become familiar 
with both, are said to ‘sever themselves from the congenial 
sympathy of the enlightened public opinion of to-day.” The 
mechanical engineer can accept nothing as true until he has 
demonstrated the truth by experiment ; at least. in any- 
thing capable of being put to the test of experiment. It 
is in the power of any intelligent man to test the metric 
system as others have done. He will, I think, find 
that the savants who originated the scheme before me- 
chanical ae as it now exists, was known as a pro- 
fession, made the mistake of beginning at the wrong end, the 
big end of the scale, the size of the world, and by the time 
they had cut it up or down to human wants it came out less 
fitted to buman requirements than if they had recognized 
in the beginning the needs of the beings who were to use it. 

Our metrological reformers urge us to adopt a new system 
in place of our present one, a system that harmonizes in no 
way with anything we now use. This new system is prac- 
tically based on a certain measure over 39 in. long. This is 
cut up into 1,000 parts, and 100 of these parts cubed gives 
their primary vessel of measurement. The contents of this 
vessel in distilled water under certain conditions is their 
pound weight, Had the English yard of 36 iv. been so 
treated it would have been as good a system, but no better. 
It would have been as i. ble comfortably to our pro- 
fession as is the metric, he wonderful extension of the 
metric ge to time und infinite space was given up as im- 
practicable long ago, and we are now asked to bear the 
shock of a mighty change to use this inconvenient system, this 
unhandy system of ten, for the sake of uniformity with 
some other peoples of the world. 

In conclusion, when we take into consideration the enor- 
mous interests involved in manufacturing in America; if it 
is, as we think, unwise to tamper with the existing metrology 
of cur workshops, the question may well be raised as to the 
wisdom of enforcing the metric system in trade generally. 
The practical mind of Americans has already dispensed with 
much useless stuff, coming to us with our old metrology; is 
it not better to continue to amend what we have, to encour- 
age the uniformity so desirable, rather than to attempt to 
make all things new ; but im no respect practically better, 
at so frightful a cost 7 


Train Brakes for Freight Cars, 


Circular No. 1, for 1880-81, of the Master Car-Builders’ 
Association, is as follows : 

To Master Car-Builders, railway superintendents, and 
others interested in-the safe and rapid transportation of 
freight. 

GENTLEMEN.—A Committee was appointed by the Master 
Car-Builders’ Association, in June, 1876, on Freight Train 
Brakes, and a continual agitation of the subject since has 
brought out numerous inventions, the apnlication of which, 
it is claimed, will place the cars under the engineer’s control, 
and enable him to move his train with perfect safety twice 
the preseut rate of speed, thereby nearly doubling the capac- 
ity of the present rolling stock ; and, whereas the benefits 
to be derived from such an appliance on freight trains are too 
apparent to need mention, the undersigned would simply 
adi, that the object of this circular is to collect all the = od 
ble-data on the subject possible, before the next annual 
meeting of the Association, to be held in June, 1881, and 
hence enable the Committee to niake a report that shall be 
of interest to the railroads of the country. 

You are cordially invited to assist us in this work, by a 
careful consideration of and giving full answers to the fol- 
lowing questions : 

ist. In your judgment, is it practicakle to operate and 
maintain a tram brake on freight trains, which requires a 
special connection between the cars ¢ 

2d. Please give a full description of any freight-train 
brake with which you are acquainted, with the first cost, or 
send tracings or model, and give address of the patentee. 

Sd. Please give the result of any trial of freight-train 
brakes you have witnessed, with name of road making the 
same, 

ith. Please examine critically any freight-train brakes 
that may be brought to your notice, and give the committee 
the benefit of your opinion respecting their practicability. 

5th. If practicable, please make a thorough trial on your 
ron of any freight-train brake, which you consider worthy 
of it, 
6th. Please give any additional information on the subject 
which you consider of importance, 

Please confer with and send communications to the mem- 
ber of the committee whose address is nearest you. 

C, E, Garry, Chairman, N. Y. & Harlem 
R. R., Morrisania, N. Y. 

Gro. Hackett, Cent. R. R. of N, J., Eliza- 
port, N. J. 

L. Garry, N. Y. C. & H, R. R. R. Grand 
Central Depot, N. Y. 

J. P. Covuuter, Ohio and 
Aurora, Ind. 

THos. AYLESBURY, Kansas City, St. Jo. & 
C. Bluffs, St. Joseph, Mo. 

Committee. 


Mississippi, 





THE SCRAP HEAP. 


A Sinking Track. 


Last Saturday, about noon, a mile north of Little Rock, 
on the Delaware, Lackawanna & Western Railroad, when a 
gang of men with aconstruction train were laying a double 
track, the earth suddenly sank, burying out of sight the 
peer and gravel train, which was standing there at the 

Ime, 

The surface which sank was some 500 feet long by about 
200 feet in width. When the sinking of the earth took place, 
which was in the “ twinkling of an eye,” a pond near filled 
with water quickly disappeared and the ground rose, while 
the water took another high position in a hollow some dis- 
tance away. No explanation is given for this phenomenon 
in nature, but the earth in the vicinity is very marshy.— 
Binghamton (N. Y.) Leader, Nov. 9. 

Robbing a Drover. 


A few days ago George Hughes, a young drover of the 
town of Schuyler, with a partner, sold a lot of stock in New 
York, and left for home Monday night on the train that 
reaches Utica at 1.20a.m. East of Little Falls a fellow on 
the train supposed to be drunk staggered through the aisle 
of the cars and stumbled over ladies and gentlemen. Finally 
he fell over Hughes, who kindly assisted him to his feet. 
At Little Falls, Hughes noticed that when the train slacked 
up (he thought some one pulled the cord) the supposed drunken 
man jumped off. Before leaving the cars Hughes’ partner 
asked him if his package of 3900 was all right. Upon feeling 
of his pocket Hughes discovered that the package had been 
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stolen, There is no doubt that the fellow had played 
drunk and that when he staggered over Hughes he stole the 
package of money but Hughes cannot swear tothis. It is 
more than probable that the thief had followed Hughes from 
New York and knew that he had the money. Officer Evans 
advised Hughes to go back to Little Falls on the St. Louis 
express with the faint hope of capturing the thief and prob- 
ably the money. It is prohable that the rascal belongs to 
the Eastern gang of three-card monte thieves who have in- 
fested the road for years. The loss of so large a sum falls 
heavily upon this young man, but he has little or no hope of 
recovering it.—Utica (N. Y.) Herald, Nov. 24. 

Human Nature. 

Human nature is a curious study. The other night at the 
Union depot one of the depot hands, while sweeping out, 
thought be saw a twenty-five cent bit under one of the 
benches. He went down on his knees immediately, and cov- 
ered the piece with his hand. While he was in this position 
a well-dressed lady tapped him on the shoulder and said: ‘‘I 
just dropped that.” ‘‘ What is it, madam ?” was the gentle- 
manly interrogatory.” ‘I think it was a quarter.” He 

laced it, witbout further parleying, in her hand, and she 
ightly holding it, went away. What was her dismay to 
discover that it was a peppermint lozenge.—New Haven 
Register. 


~ ANNUAL REPORTS. — 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 






















"age. P. 
Alabama Great Southern,..... 417 Lehigh Coal & Nav. Co, ........ 
Allegheny Valley...........; 152,225 Lehigh Valiley............ 
Atchison, Topeka & Santa Fe .. 826 Little Miami (P., C. & 8t. L.).... 21 
Atlanta & Charlotte Air Line... 226 Long Island...... eguede e4. as 
Atlanta & West Point..........414 Louisville, Cin. & Lex......479, 508 
Atlantic, Miss. & Ohio..... 364.478 Louisville & Nashville..398, 417, 550 
Atlantic & North Carolina..... 3864 Maine Central......... + ee 202 
Baltimore & Ohio... ........ 23 Manhattan.... .......... so.o.- 508 
Baltimore & Potomac 52.319 Marietta & Cincinnati.,.... . 54 
Boston & Albany.............56,598 Massachusetts Minor Railroads 504 
Boston, Concord & Montreal... 319 Mass. R. R. Commission.... .. 45 
Boston & Lowell............... 74 Michigan Central ‘ . 244, 260 
Roston & N. Y. Air Line .... 408 Michigan Minor Railroads...... 500 
Boston, Rev. Beacn & Lynn.... 504 Mil., Lake Shore & Western.... 238 
Bur, Cedar Rapids & No ... 417 Minneapolis & St. Louis ...152,417 
Bur. & Mo, River in Nebraska, 56 Missouri, Kansas & Texas...... SoH 
Burlington & Northwestern... #88 Missouri Pacific.... ..... 
Camden & Atlantic............ E Mobile & Montgomery. 
Canada Southern ............. 4 Mobile & Ohio 
Cape Fear & tadkin Valley.... 2: Montpelier & Wells River 
Carolina Central...........+++ Morris & Essex.........0006- ° 


Centrai, of Georgia. 
Central, of New Jersey 
Central Pacitic 
Central Vermont... P 
Charlotte, Col, & August 
Chartiers (P., C. & St. 1 
Chesapea+e 4 Del. Can 
Chesapeake & Ohio...... 


Nashua & Lowell...........++ 
Nashville, Chatta. & St. L 
Naugatuck oo, Sccbeces ° 
New Hampshire Minor R'r« 
New Jersey Minor Railroac 
N. Y., Lake Erie & West. 
N. Y., 4. A. & Hartford. 
N. Y., Providence & Boston 
















Chesapeake & Ohio Canal .. S19 N.Y. & Oswego Midland, — 
Chicago & Alton ... ... 186,156 Northeastern (S. C.)........++... 374 
Chi., Burlington & Quincy.16", 176 Northern Central..... ose eunle 
Chi, Clint,, Dub., & Minn,...... 178 Northern (New Hampshire).... 206 
Chicago & East, Ilinois....... 598 Northern Pacific........... .... 538 
Chicago, Mil, & St. Paul....206.212 Ogdensburg & Lake Champlain 4 6 
Chicago & Northwestern...444, 449 Ohic & Mississippi.......... 151, (69 
Chicago & Pacitic .........005+- Oreg »n Ry. & Nav. Co.......... 4064 
Chi., Rock Island & Pac.,.. PE Sh 65. Beaiedd-200¢6900 312 
Chi. & West Michigan “ey Paducah & Elizabethtown..... 236 
Cin., Hamilton & 1: * som ae PORRIAG sccccsosccepocccgesovccces B2 
Cin., Ind , St, L, & Chi _ Pennsylvania Railroad..... 140, 137 
Cin., LaFuyette & Chicago..... Pennsylvania & New York..... 15% 
Cin, & Mus. Val. (P..C. & St. L. Pensacola & Perdido........... 238 
Cincinnati Southern....... .... Philadelphia & Reading..... .. 38 
Cleve,., Col., Cin. & Ind,...184, Phila., Wil. & Baltimore........ 11 


Cleve., Mt, Vernon & Dela,..... 6 

Cleve.. Tus. Val. & Wheeling .. 

Col., Chic. & Ind. Cent. (P., ©. 
St. I y 


Pitts., Cin. & St. Louis.......... 218 
Pitts.. Fort Wayne & Chicago .. 352 
Pittsburgh & Lake Erie 40 
Pitts., Titusville & Buffalo...... 
Pitts.,Wh. & Ky.(P.,C. & St. L. 
Portland & Ogdensburg... ... . & 
ag Prince Edward Island.......... 4 
226 Providence & Worcester....... 382 
505 Pullman Palace Car Co........ 516 


Col. & Hocking Valley........ 
Columbus & Toledo.......... 
RAOOINE. atisécccces dec cecevees 
Connecticut River... 





Conn. & Passumpsic Rivers.... 

Consoiidation Coa! Co seeeee 124 Quincy, Mo. & Pacific........... 162 
Cumberland Valley............. 52 Raleigh & Gaston............... 2€ 
Dayton & Southeastern ....... 70 Richmond & Danville...... ... 1018 
=" Deter ... 56 Richmond & Petersburg....... 177 
Delaware & Bound Brook..... 412 Rome, W’town, & Ogdensburg. 11 
Delaware & Hudson Canal. 96,178 Rutland,.... ...cscosssscecseeees 436 
Del, & Hud. Can, Leased Lines 178 St. Louis Bridge Co...........+. 331 


Del., Lack. & Western.......... 
Delaware Western........ 
Detroit, Grand Haven & M 
Detroit, Lan. & No... 
Eastern........ sees 
East Line & Red River. 
East Tenn., Va. & Ga 


St. Louis, Lron Mt. & Southern, 177 
93 













St. Louls & San Francisco... 
St. Louis, Van, & Terre Haute.. 
St. Paul & Duluth .............. 4 
St. Paul, Minn. & Ma 
Seaboard & Roanoke Sa 
South Carolina.........._.. 214 





Evansville & Terre Haute, South Carolina Railroads...... 4 
oo. Fae S uthern Pacific 4 
Flint & Pere Marquette Te. 2. seers bucks. 
Galv,, Houston & Henderson... 75 Texas & Pacific............. «+. 436 
Georgia R. R. & Banking Co.... 206 Troy & Boston ... .. . ....+. 7 
Georgia RK. R. Commission,.... 241 Troy & Greenfield..... ° .. 417 
Grand Rapids & Indiana....... 874 Union Pacific... ..... ..ccccceess 151 
Grand Trunk........+++.«+..264, 560 Utica & Black River............ 404 
Great Western waeneeueul 264,560 Vermont & Canada.......... . 588 
Hannibal & St. Joseph,........ 162 Vermont Valley.. ............. 888 
Han, Junc., Han, & Gettysburg 312 Vicksburg & Meridian.......... $12 
I isc cas -nctesasadectns 283 Wabash, St. L. & Pacific ...... 75 
Houston & Texas Central...... 364 West Chester & Phila.......... 75 
Huntingdon & Broad Top....... 06 Western, of Alabama........... 206 
(Hinols Central............. 118,128 Western North Carolina....... 188 
Indianapolis, Bloom. & West.. 552 Western R. R. Association..... 46 
Ind., Decatur & Springfield.... £68 Western Union Telegraph. .... 550 
Intercolonial... tie tichbes 158 Webt JOmmey sc. i. secccccccscone Vi 
Kan, City, Fort Scott & Gulf... 07 





. J 
Wilmington, Col, & Augusta .. 18 
on 108 









Kan, City, St. Jo. & C, Bluffs... 226 Wilmington & Weldon......... 
Kentucky Central............ . 319 Wisconsin Central..... f 
Lake Erie & Western.... ...... 594 Wisconsin Valley..... .. .. é 
Lake Shore & Mich, South.,252,258 Worcester & Nashua,........... 


Knoxville & Ohio. 


This company owns a line from Knoxville, Tenn., to 
Careyville, with ashort brauch to Coal Creek, making 
89.19 miles in all. The following statements were made at 
the recent annual meeting for the year ending June 30, 1880. 

The earnings and expenses for the year were as follows : 

1879-80. 1878-79. Increase. P.c. 

Gross earnings....... $117.183.92 $97,827.51 $19,356.41 19.8 
Expenses. . : 72,803.14 61,493.95 11,309.19 18.4 
$8,047.22 22.2 
493.92 19.8 
205.34 22.5 





$44,380.78 $36,333.56 
2,990.15 2,496,283 
1,182.45 927.11 
Per cent. cfexps. ... 62.21 2 - 

The interest on the bonded debt was $37,450, leaving a 
surplus of $6,930.78 for the year. The net earnings were 
the largest the rond has ever made. 

The report of the President, Col. C. M. McGhee, says : 
“We are expending the surplus net earnings, after paying 
the interest, in the improvement of the road, and this must 
necessarily be continued until the entire road is relaid with 
steel rails, as the iron rails are wearing out very rapidly. 

‘Tt has been found necessary to contract for 500 tons of 
steel rails for the next year, and it is to be hoped that the 
balance now on hand, together with the surplus that may 
remain from the business of the current year, will enable us 
to pay for that amount of rails. 

‘““An opportunity seems now offering for securing a 
through line from Knoxville to Louisville over your road. 

‘** The question presented to the stockholders of the Knox- 
ville & Obio Railroad is as to what plan shall be adopted to 
enable us to complete the missing link between Careyville 
and the Kentuckv state line. 

‘* Negotiations have been opened for some time with the 
Louisville & Nashville Railroad Company to induce them to 
extend their Knoxville Branch to the Tennessee state line, 
and within the past few days an understanding seems to 
have been reached with them that indicates a wi!lingness 


Net earnings.... ... 
Gross earn, per mile, 
Net " + Min 
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upon their part to so extend it, upon proper assurances 
from us that we will meet them at the point of junction. 
This understanding has been reached too late to give the 
directors of your road time enough to definitely mature a 
plan for raising the means necessary to secure the construc- 
tion of your line from Careyville to the state line of 
Kentucky. I therefore recommend that this meet- 
ing adjourn until Dec. 8, in order to enable the 
directors to mature plans to be submitted to the stock- 
holders. I especially recommend this in view of the fact 
that great changes are likely to occur in the ownership of 
the stock of your company, and the new owners of the stock 
have requested that no definite action shall be taken until 
the pa can be matured. 

‘It is scarcely necessary for me to call your attention to 
the fact that your company, unaided, has not the necessary 
financial strength to enable it to build the road to the state 
line, and the probable change in ownership of the stock has 
been brought about with a view of placing it in the hands of 
a party who could give the financial aid that is required in 
order to secure the construction of the road to the state line 
of Kentucky.” 





Boston & Providence. 


This company owns a main line from Boston to Provi- 
dence, 44 miles, all double track; the West Roxbury Branch, 
5.37 miles: the Dedham Branch, 2.22 miles ; the Stoughton 
Branch, 4.11 miles, and the India Point Branch, 8.05 miles, 
making 63.75 miles owned. It leases the Attleboro Branch 
road, 4 miles, making 67.75 miles worked. Its latest report 
is for the year ending Sept. 30, 1880. 

The general account is as follows: 


Stock ($62.745 per mile)........ tes: sees s+ -$4,000.000.00 


Bonde’ debt ($13,804 per mile) .. ...... ry ‘ 880,000.00 
Accounts and balances due................00005 + 67,265.93 
Novemb r cividend.... ‘snd ribenbead. kevikecnouet 169,000.00 
Profit and loss... Raebec ed) ener deanern séntebaetatne 991.511.29 
ee ey RO ee : . « » -$5,498,577.22 
Road, equipment and real estate $76,- 
810 per mile)............ Ere $4,896.624,72 


152,065.00 
79,014.42 


Prov., Warren & tristol stock. 
Union Freight R, R. stock... 


[are ‘nk Febawne® 150,113.21 
Bills and avcounts receivable....... 10,088.70 
Gis SOULS. aCe beet veacewews 60,671.17 





5,498,577.22 


The debt was decreased $40,000 during the year. Of the 
remainder the sum of $120.000 is due July 1, 1881; $100,- 
000, July 1, 1882; $100,000, Jan. 1, 1888; $60,000, July a 
1884, and the balance, $500,000, July 1, 18938. 

The earnings for the year were as follows: 





1879-80. 1878-79. Inc. or Dec. P.c. 
Passengers....... $776,362.87 $695, 169.78 1. $81,193.09 11.7 
Freight........... 486,724.85 424,179.43 1. 62,545.42 14.7 
Mail and express. 41.442.83 39,294.35 I 2,148.48 5.5 
ee ent oe 19,395.08 19,594.73 D. 199.65 1.0 
Total. . .......$1,823,925 63 $1,178.238.29 I. $145,687.34 12.4 
Expenses......... ¥01,746.C9 793,613.04 I. 108,133.05 13.8 
Net earnings... $422,179.54 $384,625.25 I. $37,554.29 9.8 
Gross earnings 
per mile.... .. 19,541.34 17,390.97 I. 2,150.37 12.4 
het earnings per 
SR Ee a 6,231.43 5,677.12 I 554,31 9.8 
Per cent. of ex 
penses ae 68.11 67.36 I. TVD. sace 


Expenses include rent of Attleboro Branch, which was 
$11,560.70 last year, and $10,917.27 the year before. The 
increase in expenses was greater in proportion than thatin 
gross earnings. : 

Vhe income account was as follows : 


oe Pe TEPEPErECORe eer creer ere eye $422,179,54 








Balance of interest account..... Los. .0d Abeaniatsaea ae 47,026 77 
Net profit for the year:.........secee ssorcecseces $375,152.77 
Balance of profit and loss, Sept. 30, 1879 .. ‘ . 434,503,5: 
| ee P coe peLeecars earn .. +++» $809,656, 29 
Dividends, 8 percent. ....... + seees +++ 9$920,000 
Estimated depreciation in Providence, War- 
ren & Bristol stock. . ee ee ere Tt 98,345 


——- 418,345.00 





Balance, Sept. 30, 1880........... hak sweheves hee #391.311.29 

Receipts from investments were credited to interest ac- 

count. The yearly interest charge on the present debt is 
$58,400. 


The traffic for the year was as follows : 


1872-80. 1878-79. Increase. P.c. 
Train mileage............. 852,282 811,856 40,426 5.0 
Passengers carried........ 3,574,104 3,206,488 367,616 11.5 
Passenger mileage........42,990,453 37,959,303 5,031,150 13.3 


Tons freight carried 669,468 595.346 76,122 12.8 


The increase in traffic was large, both in passengers and 
freight. A large proportion of the tonnage is of through 
freight. The gain in passenger business was apparently 
greatest in through travel, probably the steamboat travel. 

The report says : ‘‘ The taxes of the year have been $20,- 
896 in excess of those of the previous year, amounting to 
$81,048, equivalent to two per centum on the capital. This 
high taxation is not likely to be less in the future. The in- 
crease has been due to two causes : First, the higher price of 
the stock of the road in the market on May 1, 1880, over 
the price May 1, 1879 ; secondly, the raising of the rate of 
taxation by the city of Boston by $2.70 on the $1,000, from 
812.50 in 1879 to $15.20 in 1880. This rate not only —— 
to your real estate outside of the location within the limits 
of the city of Boston, but is the rate adopted by the Tax 
Commissioner of the commonwealth as the basis of assess- 
ment on the market value of the entire capital, the tax being 
paid by the corporation. 

‘The inequality of this method of taxation is manifest, 
because if the tax was paid directly by individuals on the 
shares held by them in the cities or towns where they 
live, in very many instances the rate would be one-half 
of that which the road is obliged to pay. * * * 

“Two dividends of 4 per cent. each, clear of taxes, have 
been declared. <A dividend of $5,740 on your investment in 
the Union Freight Railway was credited to interest account. 
One year’s back dividend on the preferred stock of the Provi- 
dence, Warren & Bristol Railroad has been carried to the 
reduction of the common stock. The investment in this 
short road of 183.6 miles was made in 1873, at a high cost in 
currency, and by the assent of the stockholders for the time 
being, for the purpose of holding some control of the eastern 
shore of Narragansett Bay. 

‘““The common stock can be of little or no value for an 
indefinite period. The profit and loss account of most rail- 
way corporations represents no money reserve, and as that 
of this road simply represents the gradual accumulation of 
over 40 years expended on branches, road-bed, stations and 
equipment, your directors have thought it proper to reduce 
the valuation of these common shares to $5 each, by direct 
charge to profit and loss account, thereby making the 
balance sheet more strictly accurate. 

‘* By this measure, any receipts from the investment in the 
Providence, Warren & Bristol Railroad may hereafter be 





legitimately carried to the reduction of the present debt, 
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largely represented by the purchase of the Providence, 
Warren & Bristol stock, to the reduction of interest account, 
or to the direct earniogs of the corporation, as circum- 
stances may require.” 

Three locomotives, 3 passenger, 1 
dump cars were added to the equipment. 

Several new stations have been built and new property 
bought to make room for others. The arch bridge at Dodge- 
ville has been finished. All the bridges on the main line are 
now of stone or iron, except a short one at Boylston station, 
the renewal of which waits a decision as to a change in the 
water-course there. 

Four miles of track have been renewed with steel during 
the year. There are three miles of main track still equipped 
with iron, and in the several branches there are eight miles 
of steel rails. All the above-mentioned purchases and out- 
lays have been charged directly to expenses. 

he erection of a new paint shop at Roxbury, and the en- 
largement of the Providence passenger station are recom- 
mended. 

The report refers at some length to the negotiations for a 
consolidation with the Bosten & Albany Company, a full 
account of which we gave at the time. 


, 24 box and 10 





East Tennessee, Virginia & Georgia. 


This company owns a line from Bristol, on the line between 
Virginia and Tennessee, to Chattanooga, Tenn., 242 miles, 
with a branch from Cleveland, Tenn., to Dalton, Ga., 28 
miles, making 270 miles in all. The company also own’ the 
Cincinnati, Cumberland Gap & Charleston road, from Mor- 
ristown, Tenn., to Wolf Creek, 40 miles, whose earnings are 
not included. It leases the Memphis & Charleston road, 
whose operations are stated separately. It bas also, since 
the close of the fiscal year, acquired possession of the Selma, 
Rome & Dalton road. The following statements are from 
the report of the President, E. W. Cole, as submitted to the 
recent annual meeting : 

The earnings of the 270 miles of the road for the year end- 
ing June 30 were as follows : 


1879-80. 1878-79 Inc. or Dec. P.c. 
Passage ......... $304,283.10 $270.438.26 I. $33,844.84 12.5 
Freight ......... 833,115.25 650.687.58 I. 182,427.67 28.0 
Express and mail 69.115 68 60,456.96 I. 8,658.72 14.3 
Miscellaneous. ... 6,373.29 6.710.22 D 336.93 3.5 





Total......... $1.212,887.32 $988,293.02 1.$224,504.30 22.7 
Expenses ....... 776.994.17 ~620'103.87 I. 156,890.30 25.3 





Net earnings... $435,893.15 $368,189.15 I. $67,704.00 18.4 
Gross earp. per 

| ree 4,492.18 3,660.31 I. 831.87 22.7 
Net earn. per 

WD Sidi ncevads 1,614.42 1,363.66 I. 250.76 18.4 
Per cent. of exps. 64.03 62.74 I. - es 

The increase in expenses was mainly due to the increased 
outlay for renewals and betverments, laying steel rails, bal- 
lasting track, and increase of car equipments, as per follow- 
ing statement, which shows expenditures made for same, 
and which expenses were charged to operating expenses : 
Improvements of road, 46 miles steel rails, new ties, 


ee Fe en Pe. $214,690.38 
New engines and rebuilding engines............ ...... 19,896.00 
New cars and rebuilding cars...... ........00.602 eeees 33,326.90 
Total betterments charged to expenses..........$267,913,28 


The income account and profit and loss account are as fol- 
lows: 


Net earnings for the Year... ... 0... ccccvccdescccsoccses $435,893.15 
Interest on Western North Carolina bonds............. 13,522.03 
DO onc cnvrccddvdnrterecvianseceddine mettede Ree 
POON ci. oo ccc 0¢srweed 0neesd sexepdaietes taakon see Te 
Serpliin For the FOOL 2... ocrceedsecednsin ce -ceer'ed $166,635 37 
Profit on sale of rails and old rails on hand............. 21,785.93 
Ol DERROe COMAGING 5.0.0» 020 40:00 shereemeniatekaveonte 110.455 
OE. i con ckie Bias ¥4000nsebes setae .$188,531.85 
Various items, old accounts............... ...$3,121.62 
Dividend of May 1, 1880, 4 per cent........... 58,879.50 
———— 62,001.12 
Bal - nce to profit and loss for the year.. .... ... $126,530.73 


Presi 'ent Cole says in his report: ‘‘The expenditures 
during the past year for renewals and betterments have 
g.eatly improveu the condition of the road, and these im- 
provements should be continued, we think, until all the iron 
rails in the track are replaced with steel, which it will prob- 
ably take about four years to do. 

‘*The revenue and profits received during the year were 
sufficient to pay the operating expenses, renewals and bet- 
terments of property as before shown, interest on bonded 
and floating debt of the company, and a 3 per cent. dividend 
to the stockholders, leaving a surplus of $126,530.78, which 
amount has bee carried to credit of profit and loss account, 
out of which another dividend of r cent. was subse- 
quently paid on Oct. 1 to the stockholders, amounting to 
$58.879.50, leaving to the credit of profit and loss account, 
$67.651.23. 

‘Tt is believed that there will be a considerable increase 
in gross revenue for the current fiscal year, but the expenses 
of improvement in track, by replacing iron with steel rails, 
ballasting track, and additions to rolling stock, will be con- 
siderably more than last year, a portion, however, of the ex- 
penditure to be paid for in the current fiscal year, for im- 
provement and betterments, will be provided for outside of 
the earnings of the road by the sale of stocks ordered by the 
stockholders at their called meeting held on Oct. 6. 

‘Feeling that the capita! stock did not properly represent 
the cost of your road, much of the net earnings heretofore 
having gone into the improvement of the property, the 
stockholders at the called meeting on Oct. 6, resolved to in- 
crease the capital stock to $65, ,000, assigning to each 
holder of stock 150 per cent. of his holding in 
the increased stock, upon the yment to the com- 
pany by the stockholder, of r cent. of the 
par or face value of said stock. is assessment was 
mide necessary to meet bonds and other liabilities of 
the company which matured during the last fiscal year, and 
provide means for increased outlay for steel rails and a 
large increase of rolling stock, which is badly needed by the 
company. This action on the part of the stockholders has 
met with general approval, so far as your directors have 
been informed. At the same meeting the board of directors 
were instructed tu buy the Selma, Rome & Dalton railroad 
from the syndicate, which purchased it in June last at Selma, 
Ala., if it could be done for $2,250,000, payable in 6 per 
cent. 50 year registered coupon bonds of this company, and 
also to buy the balance of the stock in the Georgia Southern 
Railroad. The board of directors referred both these ques- 
tions to the committee advisory to the President, with power 
to act, and have received its report, and have also received 
propositions from the owners of the above roads for their 
sale, which are submitted to the stockholders herewith for 
their action at this meeting. 

“Of the $327,000 of the company’s bonds maturin 
July 1, about $307,000 have been redeemed, leaving $20, 
pe Aar not been presented, but will be redeemed on pre- 

ntation. 


“It is gratifying to be able to report that aftera most 








elaborate and able argument, before his honor Judge Withy, 
holding the United States Circuit Court, the case of the Ten- 
nesse® internal improvement bondholders against your com- 
paoy and others similarly situated, has been decided in favor 
of the railroads. Judge Withy, of Michigan, was selected by 
both sides, on account of his eminent legal attainments, to 
hear the case, and, as we have stated, the case was argued in 
May last, at great length and with consummate ability on 
both sides. He held the case under consideration until 
October, and then he gave his opinion, in which he decided 
that, according tothe original acts of 1851 and 1852, the 
Tennessee bondholders never had any claim upon the rail- 
roads. His decision is clear and decisive of the question. 

“The eee o> of this prolonged and heavy litigation have 
been considerable, and will enter into the accounts of the 
company during the current fiscal year. * * 

“Tn conclusion, we take great slsesure in acknowledging 
the invaluable services to the company of Major R. T. Wil- 
son, itsformer able President, and at present its efficient 
Financial Agent in New York, and our thanks are also 
due to Hon. C. M. McGhee, Vice-President, to whose ability 
and devotion to the interest of the company it is greatly 
indebted, and to your kind consideration we commend the 
heads of departments for their faithful and efficient man- 
agement, as well as all the employés for a prompt and 
satisfactory discharge of their duty.” 

The operations of the leased Memphis & Charleston road, 
as stated in the report, will be found under a separate 
heading. 


’ 


Western Maryland. 


This company owns a line from Baltimore west by north 
to Williamsport, Md., 90 miles, and works the Emmittsburg 
Branch, from Rocky Ridge to Emmittsburg, 7 miles; also 
the Baltimore & Cumberland Valley, of which 7!4 miles are 
— Its latest report is for the year ending Sept. 30, 

The station in Baltimore is owned by the city and leased 
to the company; the tracks through the city to the depot are 
leased from the Northern Central Company. The city of 
Baltimore owns a controlling interest in the stock and 
indorses a largé part of the bonded debt. 

The earnings for the year were as follows: 

1879-80, 1878-79. Increase. 





P.c. 
Passengers.......... $164 923.45 $140,244.60 $24,678.85 17.6 
Freight and express. 20°2.800.79 180,995.99 21,804.80 12.0 
Milk and market.... 21,458.31 18,206.44 3,161.87 17.8 
TEAMS, B60... .0.. occcce 8,381.54 7,905.63 475.91 6.4 
MENS vig phesnivn dics $397,564.09 $347,442.66 $50,121.48 14.4 
Mixpenses........... 309,285.18 274,347.58 34937.60 12.7 
Net earnings....... $88,278.91 73,095.08 $15,183.83 20.8 
Gross earn, per mile. 4,025.97 3,581.88 434.09 12.1 
e 4 5 usine’ 893.96 7538 6 140.40 18.6 
Per cent. of exps... 77.80 So venibeden : 


In the operating expenses are included the $60,000 ex- 
pended on steel track, $5,0C0 for new restaurant at Pen-Mar 
and other like items. While the equipment has been much 
improved at considerable expense the presenc equipment is 
still quite inadequate for the full and satisfactory working 
of the road, and to this may be attributed loss of business 
during the year amounting to from $12,000 to $15,000; 
hence the advisability of continuing to expend upon the road 
and equipment while in its transition state the entire earn- 
ings in excess of running expenses and interest upon the 
bonds aud funded coupons of the first and preferred second 
mortgages is but following in a well-beaten track in railroad 
economy, and it is believed cannot be questioned. It is 
thought a revenue of half a million will be reached before 
the road and equipment can be put in a condition for its 
proper accommodation. 

he traffic for the year was as follows: 
1879-80, 1878-79. Ine. or Dee, P. ¢. 


Train mileage............. 499,439 431,380 1. 68,059 15.8 

Passengers carried........ 430,366 362,168 1, 68, 108 18.8 

Tons freight carried....... 180,859 136,20 1, 53,639 30.4 
Av. receipt: 

Per pass. per mile......... 1.54cts. 1.65 cts. D 0,11 ct, 6.7 

Per ton per mile...........2.04 “ 3.20 * D, 0.26 * 8.1 


The passengers were classified as follows : Full fare, 169,- 
139 ; two-thirds fare (clergymen), 2,795 : half fare (children) 
6,723 ; commutation and mileage, 90,745, and excursionists, 

During the year the Baltimore & Hanover Company has 
completed its road from a joaction with the Bachman 
Valley Branch of the Hanover Junction, Hanover & Gettys- 
burg Railroad at Black Rock, Pa., to Emory Grove station, 
This road at an early day is to be extended to the lower 
Cumberland Vatley and Harrisburg. The Baltimore & 
Cumberland Valley Railroad was opened from Edgemont 
station 75 miles from Beltimore, toWaynesboro, Pa., 7!¢ miles 
on July 5, and its operations have so far been satisfactory. 
The extension from Waynesboro, via Chambersburg to Ship- 
pensburg, in Cumberland county, Pa., 26 miles, is now being 
constructed by Jacob Humbird & Co., contractors, and is in 
a well-advanced condition. The rails and other track sup- 
plies have been purchased and delivered at Waynesboro, the 
right-of-way settlements have been concluded with few ex- 
ceptions, and a force of 600 men is now employed in the 
grading. Itis expected the entire road will be completed 
and opened for business by June J, 1881. 

The Shenandoah Valley Railroad was opened to Hagers- 
town in August last, roe | by Jan. 1 it is expected to be in 
operation through to Waynesboro, Va., on the Chesapeake 
& Ohio Railroad. It has already brought some business to 
the Western Maryland, which will beincreased. The growth 
of the excursion business has been without precedent, and 
the names of Pen-Mar and High Rock have become house- 
hold terms. The report concludes with a testimonial to the 
officers and employés of the road and to the reliable manner 
in which the train-service has been performed. The report 
says ‘the extent of such service can better be appreciated 
when considered as equal to the passage of one train 20 
times around the globe, and the ee movement as equal 
to one person making 400 such circuits, and this upon a 
single track without casualties.” 





Naugatuck. 


This company owns a line from Stratford, Conn., to Win- 
stead, 57 miles, and it works under agreement the Water- 
town & Waterbury road, 4'4 miles. Its trains use the 
New York, New Haven & Hartford track from Stratford to 
ig 4 miles. Its report is for the year ending Sept. 

The balance sheet is as follows: 

Stock ($35,088 per mile)....... 6.2... -eeeee eee e eee $2,000,000.00 
Current accounts payable............62.6eeee cece eee 33,563.86 
Uf ™ 5 Getete aT sre rrprere cre 317,669.89 


0 ie SRS AA SORES Bah Ore Ry ed $2,351,233.75 
Road and equipment ($37,501 per 
MONE so, 5 ag 2) oa Sh edhe sien one $2,137,570.32 
Stocks, bo ds and real estate........ 42,600,00 
Current accounts receivable......... 50,638,064 
Materials on hand ........---++++0+++ 20,924.62 
BCS cve¥icvcces0~. o> > vegebee onesie 99,500.17 


——_ —- $2, 351,233.75 


631 


beyond the monthly accounts and balances, and those are 
very much less than the cash on hand, 
The train mileage for the year was as follows: 


1879-80. 1878-79. Inc. or Dec. P.c. 

PORE. 66.6 eS 87,513 90,282 Db. 2,769 3.0 
EES bay ss Cheek ae ocen oc 164,08% 153,100 1. 10,983 7.2 
RS ESE: dae ery I, 9,297 bas 
Switching and service....... 34.935 44.564 DD. 9,651 21.4 
TOBA, ons. ascecricen tee S07008 1,..7480 8.6 


The mixed train mileage was on the Watertown & Water- 
bury road. The total mileage was equivalent to 2,257 
round trips over the entire length of road worked. 

The earnings and expenses of the year were as follows: 

1879-80. 1878-79. Increase. P. 


Cc. 

Passengers ... $203,004.79 $176,580.98 $26,423.81 15.0 
Freight...... 5 sioliehlnn’s 344,575.70 = 208,023.05 46,552.65 15.6 
Mail, express, etc....... 24,809.10 24.584.03 225.07 0.9 
Total................ $572,380.59 $199,188.06 $73,201.53 14.7 
Expenses .............. 352,137.66 297,959.47 53,178.19 17.8 









Net earnings $220,251 98 $200,228.59 $20,023.34 10.0 
Gross earn, per mile.... 9,307.15 5 1,199.27 14.7 
Net “3 si ~ " 3,581.82 320.07 10.0 


Per cent. of exps....... 61.52 R coe 
Expenses include taxes, which were $21,811.15 last year, 

against $22,046.85 the preceding year. The increase in 

earnings was met bya still greater increase in expenses, 

leaving still a very fair gain in net earnings. 
The income account was as follows : 

Net earnings............ ibaa WeUCinensesad 

Reduction in value of bonds owned. ...... $6,400.00 

7 " ? land “ os 5,412.70 
200,000.00 211,812.79 


- $220,251.93 


Dividends, LO per cent 


Surplus for the year... .. +3 ; cesseeee © “$8,450.14 
Balance of profit and loss, Sept. 30, 1879. .... sere sce Meese 
Balance, Sept. 30, 1880..... .. ++ B317,669,89 


_The earnings were suflicient to pay the usual 10 per cent. 
dividends and to leave a considerable surplus after charging 
off depreciation in property. 


Memphis ‘& Charleston. 


This company owns a line from Memphis, Tenn., to Stev- 
euson, Ala., 272 miles, with an extension to the levee in 
Memphis, 1 mile, and branches from Moscow, Tenn., tu 
Somerville, 14 miles, and from Tuscumbia, Ala., to Florence, 
5 miles, making Y(2 miles in all. The trains use the Nash- 
ville, Chattanooga & St. Louis track from Stevenso. to 
Chattanooga, 38 miles. The road is leased to the East Ten- 
nessee, Virginia & Georgia Company, and the following 
statements have been published in advance from the report 
of that company for the year ending June 80, 1880, 

The earnings for the year were as follows, the expenses 
including improvements : 


1879-80 I87R-79. Increase P. C. 

Earnings hae $1,008,271 $362,513 $140,758 16.3 

Expenses - 740,347 O31L475 108,872 17.8 

Net earnings. . $26:2.024 $251.058 $31,886 13.8 

Gross carn, per mile. b456 2.054 482 16.5 

Net - aet.. 00 rou 1on 13.8 
Per cent, of exps.. 73.81 73.15 0.66 


The report speaks of the road as follows: **Notwithstanding 
the yellow fever epidemic which prevailed in Memphis from 
early in July to November, 1870, the gross earnings of the 
Memphis & Charieston Railroad, which is leased by your 
company, amounted to: 

Gross earnings... . ..$1,003,270,.71 
Uperating expenses, betterments and improvements 


of property 784,071,46 


Leaving net profits.... : so ii 218,209.25 
To which amount should be added old rails released 
during the fiscal year and on hand on 30th of June, 
but since sold, amounting to , ‘ 44,625,00 


Increasing the net earnings to $202,024.25 
which shows a deficiency of about $45,000 in the year’s 
operations, after paying operating expenses, betterments 
and improvements of property and interest on bonded and 
floating debt and exchange. 

* There was, Lowever, an unusual amount of steel rail 
laid on the road during the fiscal year and charged to ex- 
penves, and it is estimaced that the extraordinary expendi- 
ture for steel rails during the fiscal year has given an in- 
creased value to the property of about $100,000, while the 
expenditures bave al out sufficed to maintain the property. 
if this be correct, the operations for the year would show 
the following result, to-wit : 


Amount of net proceeds as stated $262,924.25 


Add increased value of property ‘ .. 100,000.00 
Total.... , vie Seid . . $362,924.25 
Less ac ruing interest on bonded and floating indebted 
ness of the company during the year 307,787.56 
Leaving as net gain on year’s operations $55,156.69 


* The general Improvement in business will insure a large 
increase of revenue from this road, and it is believed the 
amount will be sufficient to carry on the present improve- 
ment of that property, in laying steel rails and adding to its 
rolling stock and to meet its entire interest liability for the 
current year. Itis contemplated to lay down on that road, 
during the current fiscal vear, 5,000 tonssteel rail and add 10 
freight cars and several locomotives to its rolling stock, after 
which a less annual outlay will be required to finish laying 
its track in steel rails and add a sufficient amount of rolling 
stock to accommodate the increasing business of that road. 

** Since the close of the fiscal year anew contract has been 
made between the Memphis & Charleston Railroad Company 
as lessee, and the Nashville, Chattanooga & St. Louis Rail- 
way for the unexpired time of the contract existing between 
the Memphis & Charleston Railroad Company and the Nash- 
ville & Chattanooga Railroad Company, which would have 
terminated in Jane, 1888. The new contract provides for a 
royalty of 85.000 per month, to be paid by the Memphis & 
Charleston Railroad Company for the joint unrestricted use 
by the Memphis & Charleston Railroad Company of the 
track between Stevenson, Ala., and Chattanooga, Tenn., 
and the Nashville, Chattanooga & St. Louis Railway binds 
itself to keep said track in first-class order, the Memphis & 
Charleston Kailroad Company having the right to run upon 
its own schedule between Stevenson, Ala., and Chattanooga, 
Tenn., and vy which contract the Memphis & Charleston 
Railroad practically terminates at Chattanooga instead of 
Stevenson as heretofore. 

“Tt is believed that this new contract will be of great 
benefit to the Memphis & Charleston Railroad, as it has 
heretofore labored under many disabilities on account of the 
old contract, which cramped its operations in the move- 
ment of trains between Stevenson and Chattanooga; besides 
the tolls exacted were high, being based upon rates in effect 
in 1858. 

‘¢ (Inder the present contract the Memphis & Charleston 
Railroad is ina condition to pro-rate on all business, with 
all connections, instead of asking them to prorate with it, 
the arbitrary between Stevenson, Ala., and Chattanovga, 





The company has ne bonded debt and no floating debt, 


Tenn., exacted under the old contract.” 
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EDITORIAL ANNOUNCEMENTS, 


Passt—Am rsons connected with this paper are forbid- 

Jen to ask for passes under any circumstances, and we 

will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE Rai. RoaD GazeTre. Communica- 
tions fo the attention of the Editors should be addressed 
Eprrork RAILROAD GAZETTE. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umNs We give in our editorial columns ouR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and im — to 
our readers, Those who wish to recommend their inven- 
tions, machinery, su Jinancial schemes, etc., to our 
readers can do so f' in our advertising columns, but it 
is useless to ask us to "ucemenaad them editorially, either 
for money or in consideration of advertising pa ronage. 





Contributions,—Subseribers and others will materially 
assist us in making our news accurate and complete if t 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and. machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. ions of subjects 
pertaining to ALL DEPARTMENTS of, railroad business by 
men practically acquainted with are especially oe 
sired, Officers will oblige us by forwarding early o 
of notices of meetings, elections, appointments, a ~ 


peoiety oe annual reports, some notice of all of which will 
he publis 


NEW YORK RAILROADS IN 1878-79. 


The report of the State Engineer and Surveyor on 
the railroads of New York for the year ending with 
September, 1879, was issued this year about the first of 
November, which is even later than usual. It appears 
to have been about eight months in the hands of the 
legislative printer, which we submit is an imposition 
on the people of the state for whose benefit the report 
is supposed to be made, The Massachusetts report for 
the same fiscal year is usually printed in January or 
at latest in February, and it gives the information at 
the time it is wanted, and when the public will take 
some interest in it. Nearly every daily newspaper in 
Massachusetts publishes extracts from or an abstract 
of the railroad report of that state; we have not seen 
the New York report menticned by one of the New 
York papers, though we have given them plenty of 
time. 

During the year covered by the report 25 new rail- 
road companies were organized under the general rail- 
road‘law of New York, and eight old companies were 
reorganized. On the other hand, 22 companies became 
extinct, from failure to build their roads within the 
time required, or by reorganizing or consolidation with 
other companies. No less than eight of the new com- 
panies were Coney Island roads, four more were 
to Rockaway or other Long Island sea beaches, 
three were elevated and three other city railroads— 
only seven were ordinary steam roads, designed for 
freight as well as passenger traffic. 

Of 188 steam railroads that report, 95, or about 
one-half, had submitted their reports by Dec. 1, 
the time required by law, 24 reported in January and 
four delayed till February, the Middletown, Union & 
Water Gap bringing up the rear Feb. 13. In the pre- 
vious report the State Engineer recommended the 
prosecution of the delinquent companies there- 
after; as there is a penalty of $250, and $25 for every 
day of delay for the neglect, the sum of the penalties 
incurred last year would have been a very considerable 
amount. Certainly there can be no reasonable excuse for 





their fund 'obts. 








most of the ey and an end ought to be om to 
them. 
The report contains for the first time tables of sta- 


tions and distances on the several railroads and also on | 


the canals of the state, and an alphabetical list of all 
railroad stations in the state, giving the road or roads 
on which each is situated. 

Below we give asummary of the consolidated re- 
turns of all the steam railroads reporting to the state, 
which include a large mileage outside of the state | 
worked by companies which have part of their lines in | 
New York, such as the New York, New Haven & 


Hartford and the Boston & Albany on the east and | 


the Lake Shore & Michigan Southern and the New 
York, Pennsylvania & Ohio on the west, a very small 
proportion of whose mileage is in New York: 


Total reporting : 1878-79. 1877-78. Inc. or Dec. 
Miles of road ... , 8,494.3 8,390.7 ae 6 
Miles of second trac k and sidings. 4,670.2 4,358.3 I. 11.9} 


Total miles of track.... ney ...13,164.5 12,749.0 I. 415 5 
Miles of steel track ae | SPs oe bP Sa 
In New York: 
Miles of road. 6,839.5 5,752.2 1. 87.3 
Mile’ of sec ond track ‘and | sidings. 5.033.8 
Total miles of track....... 8,873.3 
Locomotives. ...........5+«+5 8,015 2,801 I 214 
Passenger cars, ‘first-class. 2,374 1,993 I 381 
Passenger cars, second-class and 
emigrant 360 oe I. 11 
Baggage, mail ande xpres $8 Cars 717 D. 24 
Freight cars......... +++ -68,929 59 a ; I. 9.516 


The increase in mileage of the roads reporting is 1.24 
per cent., but the increase in second tracks and sidings 
is 7.1 per cent. The increase in the stock of locomo- 
tives is 7.2 per cent., and in passenger cars no less than 
19 per cent. The large increase in this equipment is 
chiefly due to the elevated railroads in New York City, 
they getting 101 out of the total addition of 214 to the 
stock of locomotives, and 278 out of 381 passenger cars. 
Of the 9,516 additional freight cars the Erie had more 
than half (4,929), the New York Central 522, the Lake 
Shore & Michigan Southern 1,152. Each of these com- 
than 10,000 freight cars. The only 
other having as many as 5,000 is the Boston & Albany 
(5,435). 

The capital and cost of the companies that own this 
property were: 

1878-79 
Stock paid in. $437,514.237 
Funded debt...... 351,088,450 
Floating debt. 22,056,544 


panies has more 


1877-78. 
$409,945, 754 
338,034,527 

22,401,437 


Increase, P.c 
$27,568,483 6.7 
13,053,923 3 

*444,803 L5 


Total stock 


and debt . .$810,659,232 $770,381,719 $40,277,513 5.2 
Cost of road and 
equipment. » 675,269,207 661,078,126 14,191,081 2.1 





* Decrease 

The increase in stock is chiefly due to the vast addi- 
tion of $22,144,875 to that of the New York Elevated 
railroads, whic h also had an increase of $1,271,000 in 
About $12,600,000 of the letter 
was on the New York, Lake Erie & Western. On the 
other roads 0: the state the decreases exceeded the in- 
creases in funded debt, and none of them were consid- 
erable. The excess of stock and debts over cost is 
about $135,400,000, and has increased $26,000,000 dur- 
ing the year. 

The capital and cost per mile of road and per mile of 
track in the two years were : 


P er mile of road Per ie of wee k. 
7R 





1877 78. 1878-7 877- 78. 
Stock ; $48,857 $33, oan. i 
Bonds .... 40/286 26,667 
Floating debt 2,670 1,676 
Stock and debt... .$95,437 $91,813 $61,573 $60,421 
RD inks cvcvacventess 79,500 78,786 51,302 51,850 


The capital has increased nearly 4 per cent, per mile 
of road, but only 1.9 per cent. per mile of track. The 
cost has increased 0.9 per cent. per mile of road and 
has decreased 1.6 per cent, per mile of track. 

The work of the year was as follows: 

Train Miles. 9 b8tt-78. 


1878-79. Increase. P, ¢ 











Passenger trains........ 26,053,650 21,284,489 4,769,170 22 t 
Freight trains.......... . 438,050,590 499,975 4,000, G15 > 11.8 
Total of traffic trains. 69,104,240 59, 734,455 “9, 319,7 7° 15.6 
Passengers carried...... $6,067,421 48,769,084 87, +03, 437 77 
Passenger mileage 1,044, 468, 11 : 1,016 540,956 27887153 2.7 
Tons carried ............ 4 174 33,820,573 9,029,601 23 6 
Tonnage mileage........ FABL,74 3043 5,807,.60,813 1,827,432,280 22.8 
The increase of 22.4 per cent. in passenger-train 


mnileage is something extraordinary, but more than 
seven-eighths of it isdue to the elevated railroads of 
New York, which report 4,300,000 miles for 1879, and 
did not report their train mileage at allin 1878. The 
enormous increase in the number of passengers carried 
(number of separate passenger journeys) of 77.7 per 
cent. is also due to these roads,which carried 45,945,401 
in 1878-79, against 9,236,670 the previous year, when they 
were only partly completed. Omitting these, the in- 
crease in the number of passenger journeys was only 
about 3 per cent. It may be observed that the passen- 
ger journeys on these roads in 1878-79, when they had | 
less than 17 miles of line, was one-tenth more than 
that of all the other 8,377 miles of roud reporting to 
the state authorities. 

These roads do not report their passenger mileage, 
which it is not easy to do, the rates on them being the 
same for all distances. 


state has increased comparatively little—2%{ per cent. 





On this account the aggregate 
passenger mileage reported for the railroads of the 
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5] th The average journey on the elevated roads is probably 
| less than three miles, and calculated on this basis, they 
| had but 1134 per cent. of the passenger mileage of the 
state, against 4614 percent. of the passengers. Leav- 
| ing out the elevated roads, the average passenger train 
| load was 46 in 1879, against 4734 in 1878, and 51 in 
1877. Inthe ‘‘deductions” given in the report the 
|average passenger train load in 1879 is given as 40 
| only, which is caused by including the passenger-train 
mileage of the elevated roads in the divisor, while the 
| passenger mileage of these roads is not contained in 
the dividend, 

In the freight traffic we have not the disturbing 
element of these great city railroads, essen- 
tially different as they are from the ordinary steam 
railroad. Yet there is an increase of 23.6 per cent. in 
| the tons carried and of 22.8 per cent. in the tonnage 
mileage—and this, be it remembered, not last year, 
when every one was conscious of great business activity, 
but the year before, which was the second of the re- 
4 covery from the great depression in business that be- 
gan in 1873. About seven-eighths of the entire freight 
traffic of the state was in 1879 over the five leading 
roads, three of which are chiefly outside of the state. 
These and the percentage of the aggregate freight 
traffic which each had were: New York Central, 32 
per cent.; Lake Shore, 2224; Erie, 22; Atlantic & 
Great Western, 6; Boston & Albany, 444. Now about 
80 per cent. of the whole increase of traffic was on 
these five roads, all increasing more than the average 
except the New York Central and the Boston & Al- 
bany, which latter reported a decrease of 3 per cent. 

The increase of 22.8 per cent. in aggregate freight 
traffic was made with an increase of only 11.8 per cent. 
in freight train mileage, the average load ofa freight 
train having increased from 136 tonsin 1877 to 151 in 1878 
and to 16534 in 1879. The increase was probably due 
quite as much tothe increase in west-bound freights over 
the principal roads (largely coal carried in grain cars 
instead of coal cars) as to the use of heavier engines 
and to improvements of roads, but there was also a 
considerable progress made by improved motive power 
in the year in question. 

The progress that has been made in traffic by the 
railroads of the state since the panic year may be 
traced below. 


| 
| 












Miles re- Passenger 
porting. miles. Ton miles, ~ 
. 8,209 1,127,973,832 4,419,181,946 
: 1,108,107, 902 4,495,945,932 
1,632,809,456 4,348,077,786 


1,092,519,724 
1,029,378, 134 


4,823, 162.835 
5,004,643,104 
1,016,580,956 5,807,260,813 
1,044,468,114 7,134,743,043 

The niin was probably incorrectly reported in 
the earlier years, but the changes in leased lines out- 
side of the state always make possible a decrease of 
the mileage reporting even when there is an increase 
in the mileage in operation within the state. In pas- 
senger traffic, it will be seen, there was a considerable 
decrease after 1874, from which there was no recovery 
down to the last year reported. The year just com- 
pleted will doubtless show one. In freight traffic there 
was but a slight interruption to the progress after 
the panic. It was lightest in 1874-75, and since has in- 
creased steadily and for the last two years with great 
rapidity, sothat 1879 showed an increase of no less 
than 64 per cent. over 1875, while in the same time 
passenger traffic increased little more than 1 per cent. 
A further increase will doubtless be shown by the re- 
turns of 1880, but we do not expect that it will be so 
large as from 1878 to 1879. 


1878-79 


The earnings of the roads reporting to the State En- 
gineer were: 





1878-79. 1877-78. Inc. or dec. P.c 
Passengers........ $ 26, pak 467 $23,933,749 IL. $2,343,718 9.7 
eee 57,633,455 58,045,198 D. 381,743 06.6 
ERE. cc ssvcrcces ‘ 8, 592 2,083 7,470,487 I. 1,121,596 15.0 


Total........ $92,523,005 $80,449,434 I. $3,073,571 34 
What is most striking here is that in spite of the 
enormous increase of nearly 23 per cent. in freight 
traffic there was a slight decrease in freight earn- 
ings. But the year was one of the worst for through 
east-bound rates, which formed doubtless most of the 
increase in traffic and a very large proportion of the 
whole. The average freight rate is reported at 0.8082 
cent. per ton per mile, against 0.9994 cent. in 1878—a 
decrease of no less than 19 per cent. in a single year. 
The average passenger rate, meanwhile, decreased 
from 2.311 cents to 2.178 cents per mile. The “ de- 
ductions ” in the report make it increase from 2.3543 
to 2.5149 cents, but this is because the large elevated 
railroad earnings are included, but not their passenger 
mileage, which they have not reported. We have left 
these roads entirely out of the account in our calcula- 
tions, as there is no way of ascertaining their average 
rate per mile. This makes a great difference in the 
average rates, which of course are greatly exagger- 
ated by including several million of passenger earnings 
without any of the traffic that made those earnings. 
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The large increase in aggregate passenger earnings 
was wholly due to the elevated railroads; excluding 
them there would have been a decrease of $751,257, 
or 3.2 per cent., in the passenger earnings of the New 
York railroads, and they would have been the smallest 
since 1873. As the elevated railroad traffic does not 
take the place of the passenger traffic of any other 
steam railroads, this is a remarkable fact, and deserves 
the attention of all railroad managers, 

The increase in miscellaneous earnings was just 
about sufficient to balance the decrease in passenger 
and freight earnings of the roads of the state, when 
the elevated railroads are excluded, so that we may 
say that with 3 per cent. more passenger traffic and 23 
per cent. more freight traffic, the New York rail- 
roads earned gross the same in 1879 as in 1878. 


The aggregate expenses of the roads reporting were : 














1878-79. 1877-78, Inc. or Dec. P.¢ 
Maintenance’ of 
75 ase ..$18,549,120 $13,346,027 I. $203,693 1.5 
Maintenance of 
machinery...... 9,231,222 9,283.585 D, 72,363 0.8 
Operating road... 36,558,274 33, 178,228 : 3, 380, 052 10.2 
Total w’k’g exps.$59,318,616 $55,807,834 $3,510,782 6.2 


The very small increases in maintenance expenses in 
a year when there was a very large one in traffic and a 
considerable one in transportation expenses is sus- 
picious, and indicates that the expenditures for main- 
tenance were not in proportion to the wear due to the 
traffic of the year. This is made more apparent by 
comparing with the expenses of previous years, as 
below : 





Maintenance Maintenance Operatin P. c, of 

of road. of m»chinery. road. Total. earn. 

1872 TB... c cece. 819,774,498 $12,457,480 8. pongo $79,395,787 69.08 
13-7 1 12) 24 9 0,760 66,087,975 67.23 
11,134,626 B83 ool’ 128 60,978,488 62.42 

10,951,262 84,2510474 59,833,475 66.48 

9,508,406 82,732,620 £5,766,915 65.08 

7 9,285 5¢5 83,175.428 «55,207,841 62.38 
In78-79.. 9, 21 1,222 33, 558,274 £9,318,616 64.12 





Thus the siidiemntiiine expenses, with the exception 
of 1878, are the smallest for the seven years, though, 
as we have seen, there has been a slight increase in 
passenger traffic and an increase of 64 per cent. in 
freight traftic since 1875. We will probably find large 
increases in the maintenance expenses in the follow- 
ing reports, similar to that which those New England 
roads show, that have reported for 1880. 

The net earnings, interest and dividend payments 
for the last ten years have been : 


1878-79. 1877-78. Inc. or Dec. ,, c. 
Net earnings... ....$35,204,390 $33,641,593 I. $1,562,797 4.6 
Interest... ccccssrs 12,894,906 14,418,030 D. 1,523,124 10.6 
Dividends. ... . 15,611,380 14,642,165 LL 969,215 6.6 


The decrease in payments for interest is apparent 
and not real, and is due chiefly to counting the inter- 
est which accrued, but was not paid on the Erie 
bonds. The increase in dividends was on the Lake 
Shore and the New York Elevated stocks. 

The net earnings are the largest ever reported, and 
so are the dividend payments, though the latter were 
nearly equalled in 1875. 

The net earnings of 1878-79 were equal to 5.21 per 
cent. on the reported cost of the roads, and to 4.35 per 
cent. on their stock and debts. The amount reported 
paid as interest was equal to 3.5 per cent onthe aggre- 
gate funded and floating debt, and to 3.67 per cent. on 
the funded debt alone; as the average rate of interest 
on the bonds of the New York railroads is more than 6 
per cent., this shows that interest was not paid on a 
large part of this debt—chiefly Atlantic & Great West- 
ern and Erie bonds. The aggregate amount paid in 
dividends was equal to 3.57 per cent. on the aggregate 
capital stock, For seven years the percentage on cost 
and percentage on capital of the net earnings, and the 
average rate of interest actually paid on the bonds, and 
the average rate of dividends on the shares of the New 
York railroads, have been. 


Net earnings : 1873, 1874. 1875. 1876. 1877. 1878. 1879 
Pe r cent of cost.. 5.7 510 4.57 4.73 4.10 5. §.21 
" @ apital 4.95 4.43 3.80 4.00 S91 4.50 4.35 
Average rate paid: 
Of interest....... 4.40 3.59 3.04 3.904 4.47 4.26 3.67 
Of dividend. . 4.70 2.91 3.82 3.53 3.12 3.52 3.57 


Thus the average return on the cost of the roads was 
slightly less in 1879 than in 1878, though greater than 
in any other year since 1878. The returns on their 
capital decreased more than those on their cost. A 
very large proportion of the interest on their bonds 
was not paid, and the average dividend was little more 
than 314 per cent. 


Erie Earnings. 


The New York, Lake Erie & Western has reported 
its earnings and expenses for the month of September, 
which completes its fiscal year. For September there 
is an increase of 19.7 per cent. in gross earnings, 10.5 
per cent. in working expenses, and 34.9 pey cent. in 
net earnings. In the same month the New \Lork 
Central gained but 2.7 per cent. and the Pennsylvania 
9.3 per cent. in gross earnings. The Central does not 
report monthly expenses; but the Pennsylvania's 
increased no less than 2414 per cent. in September, 
and its net earnings were 7.3 per cent. less than last 





year, against the increase of 35 per cent. on the Erie. 
Why the Erie should have gained so much more in 
gross earnings than the other two trunk lines is not 
plain. In amount it is nearly four times as great as 
the New York Central’s, and nearly as great as the 
Pennsylvania’s, on about twice the Erie’s mileage. 

For the fiscal year the gross earnings of the Erie, 
the New York Central and the Baltimore & Ohio 
compare as follows: 


1880. 1879. Increase. P.c. 
Erie - OER 693,108 $15,942,022 “Si. O86 17.3 
New York Central . . 83,175,913 28/396, 583 77 ‘i 16.8 
Baltimore & Ohio..... 18,317,740 14,193,980 ry 123,7 29.8 


Thus, taking the whole year together, the rie has 
gained but very little faster than the New York Central, 
but neither anything like as fast as the Baltimore & 
Ohio. The Erie, it should be added, works 928 miles of 
road, the New York Central 1,019, the Baltimore & Ohio 
1,467. The latter alone has any road beyond what are 
known as ‘trunk-line termini,” namely,; Buffalo, 
Salamanca and Ohio River points. The increase on 
its roads east of the Ohio, however, was greater (28.6 
per cent.) than on either of the New York roads. The 
Erie was in decidedly better condition to accommodate 
traffic last year than ever, many of the disabilities 
which put it at a disadvantage having been removed; 
or rather it then for the first time acquired some of 
the advantages which they had had long before. 1 
was to be expected, therefore, that its through 
traffic might increase somewhat faster than 
that of its rivals, The reports made = so 
far do not enable us to say how far this has been the 
case. In grain deliveries at New York, as we have 
shown, it has gained a little more in proportion than 
the New York Central, but not very much more ; but 
there have been complaints by the other trunk lines at 
various times during the year: that rates have been cut 
on east-bound freight to divert shipments to routes of 
which the Erie forms a part, and sometimes these are 
said to have had a great effect, giving it, for longer or 
shorter periods, the larger portion of the shipments 
from some points where previously it had had com- 
paratively little business. But it is not likely that such 
traffic has afforded any considerable proportion of the 
earnings, the less so because the gain in the increase of 
traffic so secured is partly neutralized by the rebates. 

The gross earnings, expenses and net earnings of the 
Erie for a series of years have been : 


Gross earnings. 


Expenses. 
.. $20,012,606 


$15,640,642 


Net earnings. 


1872-73....... $6,371,964 





1873-74 .... 18,598,899 13,564,738 5,035,161 
1874-75. ...... 16,876,858 12,679,151 4,197,727 
1875-76........... 15,852,461 12,231,202 3,621,259 
1876-77........... 14,708,890 10, 899.840 3,809,050 
1877-78. .... . 15,644 978 10,635,864 5,009,114 
1878-79... 15,942,023 11.174.699 4,797,324 
a eee 18,695,108 11,645,925 7,049,183 


Thus the increase in earnings did not bring it up to 
the largest in its history, as the New York Central's 
were last year. The increase in expenses (4.2 per cent.), 
was probably less than on any other important road in 
the country. The increase on the Baltimore & Ohio 
for the same year was no less than 34.3 per cent., and 
in amount $2,639,174, against $469,226 on the Erie, the 
gross earnings of both roads being about the same this 
year. The Baltimore & Ohio's total working expenses 
and the proportion of its expenses to its earnings (56,5 
per cent.) were less than the Erie’s (62.3 per cent.) this 
year also, though not so much less as heretofore. For 
instance, in 1878-79, the Baltimore & Ohio earned 
$14,200,000, with an expenditure of $7,700,000, while 
the Erie required $3,475,000 more of expenses to get 
only $1,750,060 more of earnings. 

We mention this to show that the Erie’s gain has 
not been by securing an exceptionally low rate of ex- 
penses, but in getting down more nearly to the level of 
the other trunk lines. Its percentage of expenses was 
77 per cent. in 1876, and was 70 per cent. in 1879, and 
the gain by bringing it down to 62.3 per cent. is of 
course very great. But the New York Central’s in 
1879 was but 5914 per cent., and had then averaged but 
62 per cent. for seven years; the Pennsylvania’s was 
but 51°4 per cent. in 1879, and the Baltimore & Ohio’s 
but 54.2 per cent. We do not give these figures 
for the purpose of comparing the cheapness with 
which these different roads are worked. It cannot 
be too strongly insisted that the proportion of ex- 
penses to earnings is nosufficient criterion of economy, 
or even of cheapness, without knowledge of rates 
received and the circumstances—such as grades, align- 
ment, cost of fuel and density of traffic—which affect 
working expenses. Two roads, with similar traffic 
even, like two trunk lines, may vary greatly in these 
respects, and one may be at a great disadvantage com- 
pared with others. But it has been claimed for the 
Erie that, if put into as good a condition as the other 
trunk lines, its expenses would not necessary be a 
larger, or much larger, proportion of its earnings ; and 
this year’s experience, when for the first time it has 
had some of the most needed improvements, is strong 
evidence of the truth of the claim. 








interest of this company, it should be borne in mind 
that it has several subsidiary enterprises connected 
with it, including the Jersey City ferry, docks, a horse 
railroad, etc., whose earnings and expenses are not 
included with those of the road. In 1878-79 these 
earned about $438,000 at an expense of $464,000. It 
had then also an income of about $264,000 from securi 
ties, etc., not included in the report of earnings. 

Less than $4,000,000 had to be paid for interest on 
its bonds by this company during the year just past, 
but it has to pay interest on the cost of the immense 
stock of cars which it has ,purchased conditionally 
through car trusts. We believe there are some 7,000 
of these cars, and these must represent a capital of 
about $3,500,000, on part of which 7 and on the rest 6 
per cent. interest is paid. As the principal is paid, the 
railroad becomes the owner of the cars. 

Last year the expenditures, besides interest on 
bonds, etc., that had to be paid out of net earnings, 
amounted to about $1,800,000 (rentals, interest on 
equipment, etc.) 

To pay the 6 per cent. dividend on the preferred 
stock, to which it is entitled before anything is paid on 
the common stock, will require about $500,000, and it 
will take $771,000 to pay 1 per cent. on the common 
stock. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the laving of track on new railroads as follows: 

Lake Erie, Evansville & Southwest rn.—Extended from 
Booneville, Ind,, east by north to Gentryville, 16 miles. 

Shenandoah Valley.—Track Jaid from Waynesboro, Va., 
north by east to Shenandoah Iron Works, 36 miles. 

Burlington, Cedar Rapids & Northern.—The Muscatine. 
Division is extended from Thornburg, [a., west to Agricola 
8 miles. 

Detroit, Butler & St. Louis.—On the Detroit end track is 
extended east to Grand Trunk Junction, 4 miles, and from 
Romulus, Mich., west 5 miles, Track also laid from But- 
ler, Ind., east by north 20 miles. 

Texas d St. Lowis,—Extended from Brownsboro, Tex., 
west by south to Athens, 17 miles. Gauge, 3 feet. 

Brattleboro d& White Hall.—Extended from Newfane, 
Vt., northwest to Londonderry, 20 miles. Gauge, 3 feet. 

Chicago Milwaukee & St Paul.—A branch is completed 
from Janesville, Wis., south to Beloit, 12 miles. The Jowa 
& Dakota Division track is laid 40 miles west of Mitchell, 
Dak., an exteusion of 20 miles. The Southern Minnesota Divi- 
sion is extended from Flandreau, Dak., west to the Vermil- 
lion River, 40 miles, and a branch completed from Flandreau 
south to Delle Rapids, 20 miles. 

Utah Kastern,—Track laid from Coalville, Utah, south by 
west, to Kimball’s, 16 miles. Gauge, 3 ft. 

Toledo, Delphos & Burlington.—Track is laid on the Day- 
ton Division from Mercer, O., south, to Celina, 7 miles. 
Gauge, 3 ft. 

Southern Pacific.--Extended eastward to Rio Mimbres, 
N. M., 46 miles. 

his is a total of 286 miles of new railroad, making 5,342 
miles thus far this year, against 3,150 miles reported at the 
same time in 1879, 1,947 miles in 1878, 1,945 miles in 1877, 
2,102 miles in 1876, 1,150 miles in 1875, 1,686 miles in 1874, 
8,355 miles in 1873 and 6,311 miles in 1872. 

THE CLOSE OF NAVIGATION on the lakes and canal has 
come so early that it is possible that it will not be perman- 
ent, but that there will be a few days more during which 
vessels will clear from Lake Michigan ports for the lower 
lakes. The prospect for a re-opening of the canal, however, 
is but slight, the cold weather having lasted several days, 
and at present showing no signs of changing to thawing. 
About 7,000,000 bushels of grain were on the canal when it 
froze up, and if it is not opened within a few days, this 
grain will have to be forwarded by rail or held in the boats 
till spring, while the ten days’ traflic that was expected be- 
fore the official closing of the canals, will be thrown chiefly on 
the New York railroads. Moreover, the cold has come so sud- 
denly thata great fleet on the lakes has been caught on the 
way, and may have to winter at harbors between Milwaukee 
and Buffalo, keeping a large amount of grain out of market. 
The latest news is that Lake St. Clair is closed by ice, which 
does not usually occur, we believe, until after che Straits 
of Mackinaw are closed; out when the Straits are 
onee closed they are not likely to be opened again until 
spring, while a little mild weather would probably open 
Lake St. Clair. The last shipments chronicled, both by lake 
and canal, were on Saturday, the 20th, and rates were un- 

changed during the three days since we reported them last, 
standing at 6 cents a bushel for corn and 6! io wheat from 








In calculating the net earnings and surplus over | 


Chicago and Milwaukee to Buffalo, and 8@7}4 for corn and 8 
for wheat from Buffalo to New York. The 9 tevin coincides 
exactly with the advance in grain rates by rail. It will 
throw upon the railroads the traffic of the last ten days of 
which the lakes and canals would have had it they 
had been open as Jong as usual, but the shipments of these 
ten days are never very large. Last year, when they were 
larger than usual, the average daily lake shipments for the 
last half of the month were but 325,000 bushels, while in 


November‘ 


the first half of the month this year they were 503,000. 
|The probable lake shipments for the last ten days 
of the month are not more than the railroads fre 
quently carry in a single week in the winter. The 
unexpectedness of the closing, however, is likely to leave a 
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large amount of freight at lake ports which the owners are 
under engagement to forward early, and this may give 
temporarily an unusually great pressure on the railroads, 
which already had all the business they could supply cars 
for. If this is the case it may force rates. up 5 cents per 100 
Ibs., to the basis of last winter’s rates, which it will be better 
to avoid, we imagine, at least for a permanent winter rate ; 
it may be advisable and indeed necessary for a time. The 
same cold weather that closes navigation stimulates hog- 
packing and will provide the great provision freights that 
make so important a part of the winter business, and this 
will further test the capacity of the railroads. 


MEASUREMENTS FOR MILE-POSTS have been made recently 
on the New York, Pennsylvania & Ohio Railroad over its 
whole line in a somewhat novel way. A velocipede hand- 
car, with a 4 ft. wheel, was fitted with a revolution-counter, 
and, after determining carefully the number of revolutions 
per mile, the distances were rolled off by running it over the 
track. There was found to be a slight irregularity in the 
measurement, owing to the play and coning of the wheels, 
but the error was far within the limits of ordinary careful 
chaining and very much more rapid as well. Thirty-five to 
forty miles per day were’ made without much difficulty 
under the interruption of a heavy traftic, setting a stake 
every quarter-mile—the quarter-mile points being marked 
with a small stone for convenience of employés. It was 
judged from the result that a still better way, especially if 
stakes were to be set only at every mile or half-mile, would 
be to put the counter on an engine. As six miles an hour 
was made with the hand-car, setting stakes every quarter- 
mile, there should be no difficulty in making ten or fifteen 
miles with a locomotive, which might thus be able to make 
an ordinary freight run, without too many “ lay-outs.” 
This very method, by the way, was used, we believe, by the 
government inspectors on the Pacific railroads, or some of 
them, to measure off the length of their subsidy bills, and cer- 
tainly it is vastly more accurate than the chaining which 
preceded them, or in fact any but the most careful and ac- 
curate measurements with corrections for temperature, 


CurcaGo & ALTON PASSENGER EARNINGS for the second 
week of November, as for the first, show an increase this 
year as compared with last, in spite of the extremely low 
through rates of the railroad war, The increase amounts to 
$6,461. In the second week of November, however, the 
roud had the benefit of the great * land-grant” excursion, 
which gave probably a few thousand extra passenger rates, 
carried at very low rates, it is true, but not all by any means 
at the *‘ war” rates, but on half ‘ colonists’ rates.” Noone 
reports their through earnings in comparison with last year. 
A statement of the number of passengers and gross receipts 
between Chicago and St. Louis or Chicago and Kansas City 
or St. Louis and Kansas City on any of the contending roads 
for the days of the war” this year, and the corresponding 
days last year would be interesting and instructive. It is 
usually the case that after the first few days of very low 
rates the traffic falls off greatly—not that it is not larger 
than when full rates are charged, but that the train-loads 
are much lighter than in the first days of the war—for 
obvious reasons. 





EAST-BOUND PASSENGER RATES FROM CHICAGO, as we 
have noticed heretofore, were for a long time badly demoral- 
ized, tickets to New York and other points being commonly 
sold at $8 to 85 less than the regular rate. Tuesday of last 
week a meeting of representatives of the roads from Chicago 
eastward was held, at which it was agreed to restore rates 
to $20 to New York and $21 to Boston for limited tickets, 
these being the regular rates. Complaint was made that 
the Chieago & Grand Trunk and the Erie & Atlantic line 
insisted on paying commissions (a practice which they never 
consented to give up), and it was feared that so long as this 
is done rates cannot be maintained—the different lines will 
pay commissions and those who get the commissions will 
make a rebate to their customers. 


THE CHICAGO-SOUTHWESTERN PASSENGER WAR contin- 
tinues without change, as far as we can learn ; the different 
roads carrying between Chicago and St. Louis, Chicago and 
Kansas City, and from St. Louis and Kansas City to the 
Kast, at the nominal rates we mentioned last week. No 
movement has been made to come to a settlement,but no one 
seems to be excited over the matter any longer, and business 
progresses very much as if the war rates were regular rates 
and were never to be changed. 


NEW PUBLICATIONS. 

The Thirteenth Annual Report of the Master Mechanics» 

Association has been received. It is somewhat smaller than 
previous reports, having only 124 pages instead of 184 last 
year and 240 the year before. As the principal portions of 
the report have already been published in these pages, 
there is very little occasion for comment. The diminished 
size, however, is not necessarily an unfavorable symptom. 
The field for the usefulness of the Association isas great as, or 
greater than, ever before, and there is no other organization 
to do the work which it has'before it. While, it is true, it is 
easy to conceive of very great improvements which could be 
made in it, and of a more efficient means of doing what it 
has undertaken to do, yet it is now the best for this purpose 
in existence, and if the managers of railroads would give it 
more encouragement its usefulness might be increased in 
somewhat the same proportion. 

John Wiley & Sons have just published ‘A History of 
the Jetties at the Mouth of the Mississippi River,” by E. 1. 
Corthell, C. E., who was Chief Assistant and Resident 
Engineer at the jetties during their construction. It isa 





handsome octavo volume of nearly 400 pages, with many 
maps and plans, and a steel portrait of Captain Eads; and 
asa record of one of the greatest: engineering works of the 
times it will doubtless secure the attention not only of 
engineers but of many others who take an interest in this 
great public work. 


Seneral Mailroad ‘Dlews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Boston & Maine, annual meeting, at the City Hall in 
Lawrence, Mass., Dec. 8, at 10:30 a. m. 

Colorado Central, annual meeting, at the office in Golden, 
Col., Dec. 2%, at 10 a, m. 

Fittsburgh & Connellsville, annual meeting, at the office in 
Pittsburgh, Pa., Dec. 6, at noon. 


Dividends, 

Dividends have been declared as follows : 

Chicago, Burlington & Quicey, 2 per cent., quarterly, 
payable Dec, 15. 

Wilmington, Columbia & Augusta, 3 per cent., payable 
Nov, 23. This company was reorganized during the year, 
and the stock represents a part of the former bonded debt. 

Catawissa (leased to Philadelphia & Reading), 34% per 
cent., semi-annual, on the preferred stock, payable Nov. 18, 
' Connecticut River, 4 per cent., semi-annual, payable 
Jan. 1. 

Fitchburg, 344 per cent., semi-annual, payable Dec. 13. 
This company increases from 8 to 314 per cent. 





Foreclosure Sales. 

The St. Louis & Southeastern road was sold in Springfield, 
Ill., Nov. 16, under a decree of foreclosure granted by the 
United States Circuit Court. The sale included the line 
from East St. Louis to Evansville, Ind., with the O’Fallon 
and Shawneetown brauches, 208 miles in all, the divisions 
south of the Ohio River having been sold some time ago. The 
property was bought for $3,200,000 by Charles W. Opdyke, 
Henry W. Smitbers and Wm. F. Whitehouse, the Purchbas- 
ing Committee representing the bondholders. By previous 
agreement the bondholders will organize a new company, in 
which the Louisville & Nashville will have a controlling 
interest. 

The New York, Housatonic & Northern road was to have 
been resold Nov. 20, at White Plains, N. Y., but the sale 
was indefinitely postponed, p2nding the decision of the 
Court on certain points connected witha the former sale. 

The sale of the Green Bay & Minnesota road which had 
been postponed until Nov. 9, was on that day again post- 
poned until March 1, 1881, at the request of the trustees, 


Railroad 


Conductors’ International Insurance 


Association, 


This association held its third annual convention in Louis- 

ville, Nov. 9, with a large attendance of delegates. President 
Redman delivered the annual address, and the reports of the 
officers showed the association to be in a prosperous con- 
dition. 
The usual routine business was disposed of, and several 
arvendinents to the constitution. It was decided to hold the 
next annual meeting in St. Louis. After electing officers the 
association adjourned to meet on the second Tuesday in 
November, 1881, 


Railway Passenger and Freight Conductors’ 
Mutual Aid and Benefit Association. 

The sixteenth annual convention of this Association met 
in the Grand Pacific Hotel in Chicago, Nov. 17, President 
J.G. Sherman in the chair. After a recess for social greetings 
and to allow the Committee on Credentials time to do their 
work, the President’s annual report was read, congratulating 
the members upon the renewal of friendship and their con- 
tinued prosperity. 

Mr. Robert Laughlin, the First Vice-President, read an 
address in which he carefully reviewed the past and offered 
many valuable suggestions for the future. He read a long 
list of amendments which he would refer to the proper com- 
mittee at the proper time. 

Mr. Charles Huntington, the Secretary and Treasurer, 
read the annual report, which showed the following figures: 
Cash on hand Oct. 1, 1879, $38,606; received from assess- 
ments, $39,111; back dues, $602; interest, $160 ; member- 
ship certificates, $454; total receipts to Sept. 30, 1880, $43,- 
936, ‘There were paid out for death losses $33,500, and for 
disability $2,000, making the total disbursements $35,500. 
The total expenses were $1,871. The amount on hand was 
$6,565, of which $5,.32 belongs to assessments. The total 
unappropriated balance is $1,483, A supplementary report 
since Sept. 30 shows that the receipts since that date were 
$5,715. Of this $5,000 was paid for death losses, and $500 
for disability. During this period the expenses were $329, 
leaving an unappropriated balance of $1,829. In1876 there 
were paid for losses $2,173; in 1877, $12,296; 1878, $21,915; 
1879, $27,238, and in 1880, $41,000. The total paid for 
death losses since the date of organization was $104,622. The 
total membership at present is 1,250. 

Mr. &. D. Latham delivered an annual address, in which 
he advanced the statement that railway conductors were a 
much misunderstood people, and sufficient credit was not 
given them by the people and proper authorities. Many are 
inclined to think that a conductor enjoys a perpetual holi- 
day, and should pay the railroad curporations an annual 
stipend for being allowed to ride in the cars and enjoy the 
pleasures thereot. Railroad presidents and managers may 
build railroads, but the conductors have charge of the real 
business of conveying the passeagers and transporting 
freight. The speaker wondered at the comparatively small 
number of accidents that occurred on the railroads. There 
are many who draw better salaries than conductors ; losses 
incurred by them may be comparatively unimportant, but 
what security can conductors give for the loss of life or 
property incurred by the negligence of the railway con- 
ductors? A word of praise was said in behalf of the engi- 
neers, who have ever to be on the alert for danger. 

After :eceiving the report of the Committee on Credentials 
and appointing committees on by-laws and on resolutions, 
the Association adjourned until next day. 

On the second day several amendments to the constitution 
were adopted, the most important being one providing that 
the second series shall consist of 1,850, instead of 1,050 
members, and another that any member losing an arm, leg 
or foot or becoming totally b/ind shall receive the same bene- 
fit as in case of death ; provided that such member shall be 
entitled to no further benefits and subject to no further 
assessments, remaining only an honorary member of the 
Association. 

Courtesies were exchanged with the Railway Mail Service 
Association, which was ia session at the same time. 

An invitation to visit the Grand Opera-House, and one to 
join in an excursion to San Francisco were accepted. The 
usual resolutions of thanks were 





was chosen orator for the next annual meeting, and Mr. W. 
8. Cannon alternate. 

The Associaticn then adjourned. A number of the mem- 
bers then joined the excursion party to San Francisco. 


ELECTIONS AND APPOINTMENTS. 





Boston & Providence.—At the annual meeting in Boston, 
Nov. 17, the following directors were chosen: Joseph W. 
Balch, Thomas P. I. Goddard, Wm. R. Robeson, Royal C. 
Taft, Francis M. Weld, Henry A. Whitney, J. Huntington 
Wolcott. The board re-elected Henry A. Whitney, Presi- 
dent ; Winslow Warren, Clerk ; Benjamin B. Torrey, Treas- 
urer ; A. A. Folsom, Superintendent. 


Chicago, Burlington & Quincy.—Mr. W. B. Ryder has 
been appointed Assistant Superintendent of the Western Di- 
vision, with ottice at Creston, Ia. The appointment took 
effect Nov. 15. 

Mr. R. F. Maxwell, for some time Cashier in the General 
Passenger Department, has been appointed Assistant Pay- 
master. 


Chicayo, Milwaukee d& St. Paul.—Mr. B. H. Langley has 
been appointed Division Freight Agent in charge of the 
River Division from Minneapolis to La Crosse, and the 
Wabasha Branch from Wabash, Minn., to Zumbrota. 

Mr. H. R. Williams having been appuinted ‘lrain-Master 
of the Hastings & Dakota and Iowa & Minnesota divisions, 
Mr. E. W. Batchelder will assume the position of Train Dis- 
»atcher of the River Division, and Mr. E. H. Graves, Train 
Dispatcher of the Hastings & Dakota Division. 


Connecticut Central.—At the annual meeting, Nov. 17, 
the following directors were chosen: Wm. Birnie, DV. D. 
Warren, Springfield, Mass.; Francis Gowdy, N. 8. Osborn, 
J. M. Stiles, Lemuel Stoughton, J. A. Thompson, East Wind- 
sor, Conn.; Edward Prickett, Enfield. Conn.; E. 8. Henry, 
Rockville, Conn.; H. P. Stedman, East Hartford, Conn. ; 
Simeon E. Baldwin, New Haven, Conn.; James W. Perkins, 
Boston. The board re-elected D. D. Warren President 
and Treasurer ; Francis Gowdy, Vice-President ; F. M. Malt- 
bie, Secretary. 


Denver & Rio Grande.—It is stated that this road is to be 
divided into the Northern and the Southern Division. Mr. 8. 
R. Ainslie will remain Superintendent of the Northern Di- 
vision, and Mr. W. W. Hungerford (late of the Ogdensburg 
& Lake Champlain road) will be Superintendent of the 
Southern Division. 


East Tennessee, Virginia & Georgia.—At the annual meet- 
ing in Knoxville, recently, the following directors were 
chosen: R. C. Jackson, Joseph Jaques, C. M. McGhee, James 
R, Ogden, O. H. P. Rogan, E. J. Sanford, Knoxville, Tenn. ; 
Joseph R. Anderson, Bristol, Tenn.; Henry B. Davis, Cleve- 
land, Tenn.; W. C. Kyle, Whitesburg, Tenn.; E. W. Cole, 
Chattanooga, Tenn. ; R. H. Richards, Atlanta, Ga.; T. G. 
Barrett, Augusta, Ga.; B. F. Newcomer, W. H. Walters, 
Baltimore; James A. Roosevelt, New York. The board re- 
elected E. W. Cole President; ©. M. McGhee, Vice-President; 
James G. Mitchell, Secretary and Treasurer. ‘the other 
officers are continued without change, as follows: O. H. P. 
Rogan, Auditor and Paymaster; John F. O’Brien, Superin- 
tendent and Chief Engineer; J. B. Hoxsie, Master of Trans- 
portation: James R. Ogden, General Freight and Ticket 
Agent. 


Illinois Midland.—Mr. Robert N. Pringle has been ap- 
pointed Master Mechanic, in place of H. H. Osborn, who re- 
signed a short time ago. 


Keokuk Northern Packet Co.—At the election held under 
the recent order of Court the following directors were chosen: 
Thomas B. Hill, Henry Lourey, David R. Powell, R. C. 
Kerns, R. G. Gray, James Ward, T. H. Griffith, D. Hunkins. 
The first four take the places of the directors displaced by 
the Court. 


Lehigh Valley.—Mr. John 8. Lentz is Acting Master Car- 
Builder, in place of E. R. Brown, deceased. 


Naugatuck.—At the annual meeting, Nov. 17, the follow- 
ing directors were chosen: J. G. Wetmore, Winsted, Conn. ; 
Frederick J. Kingsbury, Waterbury, Conn.: R. M. Bassett, 
Derby, Conn.; H. Bronson, J. B. Robertson, New Haven, 
Conn.; E. F. Bishop, W. D. Bishop, Russell Tomlinson, 
Bridgeport, Conn.; A. L. Dennis, Newark, N. J. The board 
re-elected E. F. Bishop, President; Horace Nichols, Secretary 
and Treasurer; George W. Beach, Superintendent; Samuel 
Wilmot, Auditor. 


New Haven & Derby.—At the annual meeting Nov. 16, 
the following directors were chosen: J. Bartholemew, 
G. P. Cowles, Franklin Farrell, Thomas Wallace, Ansonia, 
Conn.; T. L. Cornell, George W. Shelton, Birmingham, 
Conn.; Isaac Anderson, Charles Atwater, Henry 8. Daw- 
son, Charles L. English, Joel A. Sperry, N. D. Sperry, M. 
F,. Tyler, New Haven, Conn. ‘Two other directors are to be 
appointed by the city of New Haven. 


New York, Fort Wayne & Chicago.—This new Company 
has been organized by the election of the following directors: 
S. S. Brooks, D. P. Dildine, W. H. Gibson, M. Minges, 
Lindley M. Ninde, H. Noble, R. G. Pennington. The board 
elected W. H. Gibson, President; R. G. Pennington, Secre- 
tary. 
New York & New England.—The following circular from 
Vice-President J. H. Wilson is dated Nov. 15: 
‘*Mr, O. M. Shepard is hereby appointed Superintendent of 
Transportation of this railroad, and also Superintendent of 
the Eastern Division, vice H. M. Britton resigned. All com- 
munications pertaining to the Transportation Department, 
vr to the Eastern Division, will be add-essed to him at No. 
224 Federal street, Boston 

‘*W. A. Heister is appointed Superintendent of Construc- 
tion of the Western Extension, vice O. M. Shepard pro- 
moted.” 


New York, Ontario & Western.—Messrs. Horace Porter, 
Gecrge M. Puliman, J. H. Schiff, E. F. Winslow and C. F. 
Woerishoffer have been chosen directors, in place of Theo- 
dore Houston, Edward Parsons, H. 8S. Taylor and W. C. 
Whitney, resigned. 


Old Colony.—-At the annual meeting in Middleboro, Mass., 
Novy. 23, the following directors were chosen: Elisha W. 
Willard, Newport, R. I.; Ephraim N. Winslow, Hyannis, 
Mass.; Royal W. Turner, Randolph, Mass.: John J. Russell 
Plymouth, Mass.; Wm. J. Rotch, George Marston, New Bed- 
ford, Mass.; Samuel L. Crocker, Taunton, Mass.; John 8. 
Brayton, Thomas J. Borden, Fall River, Mass.; Frederick L. 
Ames, Easton, Mass.; Charles F. Choate, Cambridge, Mass. ; 
Uriel Crocker, Francis B. Hayes, Boston. 


Pennsylvania & New England.—The officers of this com- 
pany: successor to the South Mountain & Boston Company 
of New Jersey, are: President, Nathaniel 8. Rue, Cream 
Ridge, N. J.; ‘Treasurer, Samuel Schank, Hightstown, N. J.: 
Secretary, Gecrge W. Sylvester, Philadelphia. 


Railroad Conductors’ International Insurance Associa- 





Officers for the next year were chosen. Mr. L. D. Latham 
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lowing officers were chosen: President, Joseph H. Redman; 
Vice-Presidents, Frank Foster, James Ross, D. P. Harris; 
Secretary and Treasurer, John M. Short; Directors, 8. P. 
Hazzard, George Adams, F. Edgerton, C..H. Briggs, N. G. 
Shaffer, J. M. Short, B. G. Garden, W. H. Finn, P. J. 
Nixon, F. Foster, James Ross, J. H. Redman, C. W. Curtis, 
A. H. Hazen, D. P. Harris. 


Railway Mail Service Mutual Benefit Association.—At 
the annual Convention in Chicago, Nov. 18, the following 
ofticers were chosen: President, A. J. Miller: Secretary, G. 
W. Lambert: Treasurer, J. F. Allen. 


Railway Passenger & Freight Conductors’ Mutual Aid & 
Benefit Association.—At the annual convention in Chicago, 
Nov. 18, the following officers were chosen: President, 
James G. Sherman, Michigan Central; Vice-Presidents, 
Robert Loughlin, Chicago & Lake Huron, and E. A. Sadd, 
Chicago, Burlington & Quincy; Secretary, Charles H. Hunt- 
ington, Chicago & Alton; Directors, E. D. Latham, Chicago 
& Alton: John R, Sandy, Chicago & Northwestern; George 
Hewitt, Chicago, Milwaukee & St. Paul; Isaac Eldridge, 
Wabash, St. Louis & Pacific; J. W. Holland, Chicago, Rock 
Island & Pacific, and W. K. Kelly, Lake Shore & Michigan 
Southern; Orator for next annual meeting, E. D. Latham, 
Chicago & Alton; Alternate, W. 8. Cannon, Central 
Pacific. 

St. Louis, Iron Mountain & Southern.—Mr. H. H. Marley 
has been appointed Western Passenger Agent, with office in 
Kansas City, Mo. Mr. Jobn A. Ennis succeeds Mr. Marley 
as Northern Passenger Agent, with office in Chicago. 


St. Paul Eastern Grand Trunk.—At the annual meeting 
recently the following officers were chosen: President, 
Thaddeus C. Pound, Chippewa Falls, Wis.; Vice-President, 
William Wilson, Menominee, Wis. ; Secretary, Dana C. 
Lamb, Fond du Lac, Wis.; Treasurer, L. C. Stanley, Chip- 
pewa Falls, Wis.; Attorney, W. P. Bartlett, Eau Claire, Wis. ; 
Executive Committee, Thaddeus C, Pound, Jesse Spaulding, 
Isaac Stevenson, W. H. Young, L. C. Stanley. 


Shepauy.—At the recent annual meeting in Litchfield, 
Conn., the old officers were re-elected, as follows: Dr. H. W. 
Buel, President: H. R. Coit, Vice-President, General Mana- 
ger and Treasurer; Wm. Deming, Secretary; Charles H. 
Platt, Superintendent: Edwin McNeil, Assistant Superin- 
tendent: C. M. Allen, Master Mechanic. 


Texas & Pacific.—Mr. J. W. Parks has been gs 
General Fuel and Stock Agent, in place of W. G. Kirk, de- 
ceased 


Union Pacific. —Mr. Thomas L. Kimball has been appointed 
Assistant General Manager of this road and all its leased and 
controlled lines. The office is a new one, created on ac- 
count of the heavy work now devolving upon General Man- 
ager 8. H. H. Clark, and of his doubtful state of health. Mr. 
Kimball is widely known, having been General Passenger 
and Ticket Agent of the road for a long time; he is re- 
garded as a very active and capable officer. 


Utica & Black River.—The board has elected John Thorn, 
President; J. Fred. Maynard, Vice-President; Wm. E. Hop- 
kins, Secretary; Isaac Maynard, Treasurer. Mr. J. F. May- 
nard has been General Superintendent several years and 
will still retain that office in addition to his new one. 


West Jersey.—Mr. Joseph Crawford has been appointed 
Superintendent, in place of Gen. W. J. Sewell, chosen Vice- 
President. Mr. Crawford has been for some time Superin- 
tendent of the Shamokin Division of the Northern Central. 


PERSONAL. 


Mr. Henry Starring, General Baggage Agent of the 
Chicago, Burlington & Quincy and several other roads, has 
resigned his position. 

It is understood that Mr. W. H. Dixon will shortly 
resign his position as General Agent of the Chicago, St. 
Paul, Minneapolis & Omaha road to accept a position with 
the Chicago, Milwaukee & St. Paul Company. 

Mr. Wm. Fuller, General Master Mechanic of the New 
York, Pennsylvania & Ohio road, recently, while in Galion, 
0., fell into an excavation in the street, which had been left 
unprotected, and broke his arm in two places. 

-Mr. Kdward Lyon, a well-known civil engineer, died 
suddenly in Muskegon, Mich., Nov. 10. He had been con- 
nected with the Detroit & Milwaukee, the Grand Rapids & 
Indiana, the Canada Southern and other roads, and at the 
time of his death was building a logging road near Mus- 
kegon, 

—Ex-Govy. Joseph E. Brown, President of the Western & 
Atlantic Railroad Company, has been elected Senator from 
Georgia by the Legislature of that State. Governor Brown 
has been Senator for several months by appointment of the 
Governor to fill the vacancy made by the resignation of 
Senator Gordon. 


TRAFFIC AND EARNINGS. 


Grain Movement. 


For the week ending Nov. 13, receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 


Northwestern Shipments. 
P.c 











Northwestern _ Atlantic 
Year. receipts. Total. Byrail. byrail. Receipts. 
L873 2,115,651 2°.986,429 638,685 21.4 2,694,309 
1874... 2,584,330 2.537.220 207,809 11.8 2,736,146 
1875 ‘a 3,713,054 8 1,143,631 43.5 4,057 502 
1876... .. 2,916,023 1,372,271 36.7 3,663,490 
1877... 3,676,648 147,443 426,584 10.3 4.077, 968 
1878 -«++ 4,669,254 4,268,616 732,892 17.1 4,851,146 
1879...... 3,918,084 2,978,882 1,106,435 37.1 5.798.781 
I880...... 5,685,595 5,039,996 1,767,414 35.1 7,323,425 


Compared with the correspording week of last year and 
all previous years there was an increase in every particular. 
Compared with previous weeks, there is a decrease of 17 per 
cent. from the previous week in the receipts of the North- 
western markets, but there is always a decline in these at 
this time of year. ‘In the shipments of these markets there 
is also a decline, also usual at this season. These shipments 
have not been so small before since the middle of May. The 
rail shipments have fallen in nearly the same proportion as 
the lake shipments so far. The Atlantic receipts are a trifle 
greater than the week before and larger than the average in 
September and October, which is not usual in November. 

__ Of the Northwestern receipts Chicago had 43.5 per cent., 
Toledo 15.9, St. Louis 15.8, Milwaukee 10.7, Peoria 7.3, 
Detroit 1.6, and Cleveland 2.2 per cant. The proportion of 
Chicago is smaller than usual, caused by a large falling off 
in the corn receipts, which are much the largest item in its 
business. It has much the largest share of the wheat re- 
ceipts, which is not always the case. Its percentage of the 
wheat is 3214 per cent., while Toledo has 34 Milwaukee 17, 
St. Louis 14, and Detroit 91¢.per-cent. 

Of the receipts at Atlantic ports New York had 51.7 per 

cent., Baltimore 19, Philadelphia 10.7, Montreal 6.8, mn 
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6.1, New Orleans 5.4, and Portland 0.3 per cent. Phila- 
delphia’s receipts are the smallest for five weeks, and 22 per 
cent, less than the week before, but Baltimore’s are larger 
than the week before and have been exceeded but once since 
the middle of August. 
Exports from Atlantic ports for four successive weeks 
have been : 
———---——-—-—-Week ending —-——-—_—. 
Nov.17. Nov.10. Nov.3 Oct, 27. 
Paser, Gils. ........... Eee 130,806 92,893 75,575 
Grain, bush........ . . 4,692,963 4,701,088 5,072,436 5,302,054 
For the week ending Nov. 17 receipts and shipments at 
Chicago and Milwaukee were : 


--——Receipts.— --—- Shipments. —- 

1880. 1879. 80. 1879. 
MID. ink onc sivaemr ene 2,568,335 1,381.9°6 2,886,490 1,180,823 
Milwaukee ...... ..... 662,260 57,100 283,266 363,500 


There is an increase of 86 per cent. in Chicago receipts and 
of 145 per cent. in Chicago shipments ; an increase of 8 per 
cent. in Milwaukee receipts and a decrease of 2214 per cent. 
in Milwaukee shipments. We do not know that there has 
been another week this year that the receipts of Milwaukee 
have been larger than in the corresponding: week of last 
year. 

For the same week, ending Nov. 17, receipts and shipments 
at Buffalo were : 





—-——Receipts, —-— --— Shipments.— - 

1880. 1879. 1880. 1879. 
By water........ 3,212,500 2,683,843 4,151,700 —-3,036,65 
By rail........... 396-200 507900 1.692400 927,430 
oS AES B.808,700 3.191,743 5,844,100 3,964,125 


There is an increase of 20 per cent. in the lake and 17.4 per 
cent. in the rail receipts, of 27 per cent. in the canal and 82 
per cent. in the rail shipments. The canal shipments seem to 
have been unusually large recently, and not unusually small, 
as has been intimated lately. 


Railroad Earnings. 
Earnings for various periods have been reported as follows: 
Ten months ending Oct. 31: 
1880 


‘ 1879. Inc. or Dec. P.c. 

Cairo & St. Louis. $333,949 $220,798 1. $113,151 51.2 

Chi. & West Mich. 685,633 531,826 1, 153,807 28.7 
Cleve., Mt. Ver- 

non & Del .. .. 345,225 524,841 1. 20,384 6.2 
Des Moines & Ft. 

IG uc ccus es 257,049 183,881 1. 73,168 39.8 

Pad’cah & El’own 330,995 268,908 I. 62,087 23.1 


Peoria, Dee. & 

Evansville...... 386,689 
Phil. & Reading... 14,839,369 
Pitts.. Titus. & 


12,377,393 1. 


2,462,276 19.9 


ES 482,659 386,124 1. 96,535 25.0 
Net earnings... 231,249 151,134 I. 80.115 53.0 
Wisconsin Cent.. 922 308 662,692 T. 250,616 30.2 


Nine months ending Sept, 30: 
N. Y,, Lake Erie 
fh eee $14,065,330 $11,881,542 I. $2,183,088 18.4 
Netearnings... 5,425,495 3,324,028 1. 2101467 63.5 
Month of September : 
N. Y., Lake trie 
& Western.... 
Net earnings... 
Month of October: 
Cairo & St. Louis. $45,448 $33,117 1 $10,331 31.2 
Chi. & West Mich. 82,272 69,4552 1. 12,720 = 18.3 
Cincinnati South- 


$1,786,417 $1,492,495 I. 
758,119 562,100 1. 


$293,922 13.0 
196,019 = 35.0 


AARP e 186,675 64,877 1 121,798 17.2 
Cleve., Mt. Ver. & 

| AR HA 34,211 42,585 D 8,374 19.7 
Des Moines & Ft, 

ND «x i5 ov 0s 33,323 24.813 1. R510 34.3 
Og. & Lake Cham 

Serer 50,049 52,338 D, 2.289 4.4 
Pad’cah & E’town 48,722 54,849 =D. 6,127 11.2 
Peoria, Dec, & 

Evansville...... 48,208 21,826 1. 26.472 12.1 
Phila. & Reading 1,746,298 1,542,910 1. 203,388 3.2 

Net earnings}. . 620,655 474,528 1 146,127 30.8 
Pitts., ‘Titus. & 

Buffalo... ..... 54,200 38900 | 15,300 39.3 
Union Pacific..... 2,707, 736 7 337,608 1. 370,038 5.8 
Wisconsin Cent.. 116,908 81.809 | 35,098 42.9 

First Week in November : 

Minneapolis & St. 
EE sab cadawen $22,408 $9,620 1 $12,788 132.0 


Second Week in November: 
Chi. & Eastern Ill $32,799 
St. Lo., Iron Mt. 

& So pas 180,100 

Third Week in November : 
Denver & Rio 

Grande. y $80,077 

Week endiny Nov. 12: 


$22,403 1 $10,395 46.4 


161,855 


18,245 11.4 


$31,110 I $49,867 160.3 


Great Western... $110,260 $104,020 1 $6,240 6.0 
Week ending Nov. 13: 
Chi. & Grand 
| lil $13,226 I. $24,033 182.8 
Grand Trunk..... 220,128 J 10.117 4.6 





Coal Movement. 


Coal tonnages reported for the week ending Nov. 13 are as 
follows: 





ISSO, 1879. Inc, or Dee. P. ¢. 
Anthracite. . oS 513,188 604,942 D, 91,754 15.2 
Semi-bituminous............ 90,559 102,482 D. 11,923 11.6 
Bituminous, Penna......... 45,292 etal D. 7,306 14.0 
Coke, Pennsylvania ........ 40,627 37 I, 15,190 59.0 


Anthracite trade continues steady, with a prospect that 
prices will be well maintained. 

The Louisville & Nashville Company announces the fol- 
lowing reduced rates for coal from the mines on its lines in 
Kentucky: For 10 miles or less 3 cents per 100 Ibs.: over LO 
and under 16 miles, 31¢; over 15 and less than 21 miles, 4's: 


70 and less than 101, 8: over 190 and less than 201, 12), 
over 200 miles, 15 cents 
Coa) shipments from Seattle, Wash. Ter., inf October 


shipments were: 1880, 105,436; 1879, 111,178: decrease, 
5,742 tons, or 5.1 per cent. 

Cincinnati coal receipts for the year ending Sept. 30 are 
reported as follows, in bushels: 









Bushels. Per Cent. 

Pittsburgh coal.... ian. ovdwcenevsi-a> >< 65.8 
Kanawha coal............ . 9,115,290 18.9 
Td, SEE ree eee 4,268,214 8.9 
Hocking Valley, Muskingum, ete......... 2,451,699 4.9 
Anthracite......... binvélbaeshebasdew) oth 712,075 1.5 
IN 4 o.0-0js 45400 varentederenPosambowes 48,198,246 100.0 


The increase over the preceding year is 40 per cent. Of 
the whole tonnage this year 93.2 per cent, came by river. 


Upper Mississippi Navigation. 


The St. Paul Pioneer-Press of Nov. 19 says: *‘ The season 
of navigation closed on the Upper Mississippi yesterday, 
being the earliest closing for several years. Though there 
has been ice on the river for twoor three days past, it was not 
until night before last that it froze elear across the bend near 





Pig’s-Eye, thus interposing a frigid barrier to the passage of 


over 20 and less than 31,5; over 30 and lessthan 71, 6; over | 


were 10,276 tons. For the ten months ending Uct. 31 the | 


have not been able to get up to St. Paul since the latter part 
of August. During the month of September, the Kendall, 
Cheever and other light draft boats of the Keokuk Northern 
Line, ran between this port and points below, caneying, trent 
and passengers to and from the larger steamers. For the 
past six weeks, however, the large boats have not come 
further north than La Crosse, where freight and passengers 
have been transferred to the Milwaukee & St. Paul road for 
delivery to St. Paul and other points further north, ‘The 
boats of the Diamond Jo Line have not been coming to St. 
Paul since the middle of September, having transferred pas- 
sengers and freight to the railroad at Red Wing, Hastings, 
Winona and La Crosse.” 

The number of arrivals at St. Paul for the season by boats 
of the Keokuk Northern Line was 97, and by the Diamond 
Jo Line 70, making 167 in all, against 156 in the season of 
1879. 

Closing the New York Canals. 

The date for closing the New York canals was fixed at 
Dec. 2 last week, but the weather anticipated that, and the 
severe cold which set in on Nov, 20 has practically ended 
navigation at the earliest date for 30 years. It is just pos- 
sible that a thaw may follow the cold weather—which still 
continues at the present writing—and allow some, atleast, of 
the many boats caught in the ice to get out, but it is very 
doubtful. 

The Buffalo Express says: ‘“* The number of boats caught 
in the canal by the sudden closing in of winter is larger than 
ever before, and the amount of property afloat in them 
amounts to several million dollars in vaiue. The boats 
which have cleared for tide water in the last ten days, few 
if any of which can yet have reached Albany, were laden 
as follows: 








ee coeeees L117, 861 
EN ts So Pa cuiesiews eas ebaeeee eee eee ee .. 0,742,310 
Barley, bushels......... sds det-ciadeen baleen 9,000 
IGE Se, UN esc cccacaviscccone soncesesecountaees 11,686 

ee I IN 5 hs odnnctnacacncdasecnt - oe, BBO, 857 
From Oswego—Barley, bushels................ 772,442 

IG. sh aa bn00 cindbcocpvncks si 5,653,200 


** When to this is added the potatoes, apples, lumber, etc., 
afloat, the aggregate of property which will be frozen up at 
inaccessible points is very large.” 


Southwestern Association Rates. 


An advance in east-bound rates went into effect Nov. 22 
by which ninth-class freight to Chicago was advanced from 
25 to 251 cents per 100 Ibs., and a rate (34 cents) on it was 
made to Toledo, for which no rate was given in the tariff of 
Nov. 8. The wheat rate was advanced from 25 to 2519 to 
Chicago, from 2714 to 28 to Milwaukee, and from 82!¢ to 84 
to Toledo, The rate on other grain was also advanced half 
a cent to Chicago and Milwaukee, and 1'¢ cents to Toledo. 
These changes are made to adjust the rates to the advanced 
rates of the Joint Executive Committee, which would other- 
wise have made the through rate from Missouri River points 
to the seaboard higher by St. Louis than by Chicago, and 
higher by Chicago than by Toledo, 


New England Railroad Reports, 


The following are from statements to the Massachusetts 
Railroad Commission for the year ending Sept. 80, 1880 : 


Earnings. Expenses. Net-earn, 
Boston & Lowell..... 81,399,316 $1.0.0,870 $378,446 
PURGREE 0000 cestvcccsseces 2,404,509 1.725535 730,064 


Both roads show large gains. 


Kentucky Passenger Rates, 

The Louisville Courier-Journal of Nov, 20 says: “* The 
Railroad Commission have for six months been urging upon 
all the roads in Kentucky the adoption of a passenger rate 
of three cents per mile maximum, They have argued that it 
would be to the interests of the roads to adopt it, and an 
accommodation of great value to the people. Some of the 
lines now charge four and five cents per mile. Two foads 
have acceded to the request, but, unfortunately, they are 
the two roads that enter Cincinnati, and that city has thus 
secured the advantage intended for Kentucky cities, The 
proposition has been under consideration by the managers 
of Louisville roads, but they are divided in opinion, It is a 
question requiring some study, and will be approached cau- 
tiously. Gen, Alexander favors the reduction. 

‘In case the three-cent rate is not adopted it is proposed 
to fall back on a proposition by which round-trip three-cent 
tickets will be sold to and from all stations in the state. This 
will almost accomplish the object in view. The public at 
large will be glad to hear of the progress of these difficulties 
to settlement, and the Railroad Commission will deserve a 
large share of reward for having performed their duties so 
energetically and faithfully.” 


THE SCRAP HEAP. 


Railroad Equipment Notes, 

The Peninsular Car Co., of Detroit, has assumed the obliga- 
tions of the old Adrian Car Manufacturing Co, and taken 
possession of the works at Adrian, Mich, They will he 
started up Dec. 1 with a large force. 

The Railroad Ballast Unloader Co., at Toledo, 0., is build- 
ing *‘side unloaders” for the Ulinois Central and the Chi- 
cago & Western Indiana, and is negotiating with several 
other roads. 

The Lebanon Manufacturing Co., at Lebanon, Pa., is at 
work on 500 gondola cars for the Union Pacific road. 

The Lehigh Car & Manufacturing Co., at Stemton, Pa., 
is building 800 coal cars for the New York, Lake Erie & 
Western road. 

} The Harrisburg (Pa.) Car Co, has orders on its books for 
over 1,000 bex freight cars. 

| James Harris & Co,, at Portland, N. B., are building 
lament combination passenger and baggage cars for the 
Invercolonial road, 

lhe Missouri Car & Foundry Co., in St. Louis, is running 
its works full time, with a number of orders ahead to be 
filled, 

The Barney & Smith Manufacturing Co., at Dayton, O., 
have taken a contract to build 200 box cars for the Cincin 
nati, Indianapolis, St. Louis & Chicago road. The cars are 
to carry 20 tons each, 

The LaFayette (Ind.) Car Works are building 100 flat 
cars 33 ft. long for the Cincinnati, Indianapolis, St. Louis & 
Chicago road, 





Iron and Manufacturing Notes 

The Warner Lron Co. has been incorporated to builda blast 
furnace in East Tennessee. 

Lronton Furnace, at Lronton, O., has gone into blast, using 
local ores and West Virginia coke. 

Warner Forge, at French Creek Falls, Pa., has been started 
up on full time. 

The Pottsville Iron & Steel Co. has been organized at 
Pottsville, Pa., with 2450,000 capital stock Charles M,. 
Atkins is President and Wm. Atkins, Treasurer. The com- 
yanv will operate the extensive iron works heretofore owned 
os Atkins Brothers, 





craft of all kinds, Owing to low water, the largest boats 


The Combination Steel & Lron Co, has been organized and 





Hi 
} 
; 


\ 
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will build works in Chester, Pa. The capital 
$200,000, 


THE RAILROAD GAZETTE 


| NOVEMBER 26, 1880. 








stock is | trimmed ceiling and the side gas fixtures adding not a little | between St. Paul, Minn., and Minneapolis, 10 miles, track 


to the general effect. At either end of the structure extends | on which has been laid for some time, was formally opened 


The Edgar Thomson Steel Co., near Pittsburgh has re- | a shelter shed 20 42 ft., and the people of the village may | for travel Nov. 21. It includes some heavy work, as hereto- 
cently taken orders for 80,000 tons of steel rails for next | well be congratulated in having secured such a model struc- | fore noted, besides an expensive bridge over the Mississippi, 
year’s delivery. This company has just completed and put | ture, which is the best of its class along the entire road. As- | and has cost over $600,000. It is nearly all double track, 


into blast its furnace C, which is S85 ft. high and 20 ft. 
bosh. 


The Topeka Rolling Mill is running full double turn on | Wheeler.’ 
rails tor the Union Pacific and the Atchison, Topeka & | 


Santa Fe roads. The mill is now owned jointly by those 
two companies, 


The Philadelphia & Reading Rolling Mill in Reading, Pa., 


is running full time on rails for the use of the road, 
Bridge Notes, 


sistant Engineer Hardy, of Springfield, was the architect, | and is said to be a very fine piece of road. 
land the work was executed under the direction of Mr. The new branch from Janesville, Wis., on the Monroe 
, Branch, southward to Beloit, 12 railes, is finished and ready 
28 eer for business, The branch from the Monroe Branch to 
The Lynn Collision. Albany, Wis., about 10 miles, is nearly finished, and work is 
The Massachusetts Railroad Commissioners have made their | well advanced on the extension of 20 miles from Monroe 
report upon the collision on the Eastern Railroad at Lynn, | westward to Riverside on the Mineral Point Division. 
| Nov. 4. They recommend the discharge of the engineer of On the Iowa & Dakota Division track is reported laid for 
| the Portland express for gross carelessness and inattention ; | 40 miles west of Mitchell, Dak., and within about 25 miles 
| of the signalman for gross negligence, and of the engineer of | of the Missouri River. It is not expected to reach the Mis- 


The Louisville Bridge Co. has just completed two spans of | the Saugus Branch train for not exercising extreme vigilance. souri this season. 


Fink truss bridge over Collins River, on tne extension | They also recommend that the fireman of the Portland train | 


of theMe Minnville & Manchester Branch of the Nashville, 
Chattanooga & St. Louis road. 


Prices of Rails. 


Work is reported well advanced on the extension of the 
be suspended from employment for not being sufficiently | Hastings & Dakota Division from Ortonville, Minn., west to 
| watebful. The Commissioners say: ‘‘ At sucha yard as that | the James River in Dakota. Workis also progressing on the 
| of the Eastern Railroad at Lynn, it is very desirable that a| branch of this division from Bentonville, Minn., to Minne- 
system of interlocking switches and signals should be adopted. | apolis. 








: . ! ti . * es . . 
Sales of over 50,000 tons are reported, at prices ranging ; And we would recommend to the directors that they con-| Onthe Southern Minnesota Division track is now laid 


from %57.50 to $60 per ton at mill, the highest price for 
short delivery One sale is reported at $61 delivered at a 
port on Lake Erie. 

[ron rails are quiet, with few large transactions. GQuota- 
tions are $46.50 to $47 per ton at mill for 56 Ibs. and up- 
wards, and $48.50 to $52.50 for light rails. 


i, the expediency of providing such a system at an early | from Flandreau, Dak., west to the Vermillion River, 40 
day.” | miles. Onthe Sioux Fails Branch of this division track is 
| laid from near Flandreau south to Delle Rapids, 20 miles. 

| The Chicago, Clinton, Dubuque & Minnesota road used 
| An exchange says: ‘* Last evening, as the through mail on | some eight miles of track from Clinton, la., to Midland 
|the Baltimore & Ohio road was passing Alnsville, a dog Junction, belonging to the Chicago & Nortbwestern Com- 


1A Tough Case. 


For old iron rails the market is unsettled, and only small | started across the track. The pilot of the engine struck the | pany. That company has now refused to allow the further 
sales are reported. Prices range from $26.50 to $28 in | canine, and the engineer supposed that it had been ground use of its track, since the Chicago, Clinton, Dubuque & 


Philadelphia, with an upward tendency. 

tailroad spikes are quoted $2.65 to $2.75 per 100 Ibs. 
fish-plates, #2.U0 ; track-bolts, $3.75 for square up to $4.50 
for hexagon heads. 
The Williams Head-Light Patent. 


Mr. Irwin A. Williams, of Utica, N. Y., bas finally set 


tled nis claims for infringement of his patents on coal-oilor) . er 
kerosene burners for locomotive head-Hehts on a basis which | Worshipping the Engine. 


is thus set forth in a letter from Mr. Andrew McCallum, Sec 
retary of the Easteri Railroad Association: 

“Suits were commenced by Mr. Williams against a num 
ber of railroad companies, members of the Eastern and 
Western associations, two of which resulted in favor of the 
validity of the Williams patent, the others being undeter- 
mined and still pending. The decisions of the court are in 
effect that all lamps now in use for burning kerosene oil in 
locomotive head-lights infringe the patent, excepting of those 
made and sold by Mr. Williams. 

‘* The master a that by the use of the Williams in 
vention, a saving had been effected of $224.05 per burner— 
that being the difference in cost between whale or lard oil 
and kerosene during the time the infringing burners had been 
in use—a finding which was contirmed by the court and judg 
ment given accordingly, 

* The fact that Mr, Williams has obtained two decisions in 


of the roads, made a cause of such a serious nature as to call | Pushed to the front side, it presents a curved surface against 
| which the cinders and smoke strike and are thrown outward, 


for the best efforts and all the influence of both the Eastern 
and Western Railroad associations to protect their members 
and if possible secure them a release from this great lia- 
bility. 

sig tis right having been fully acknowledged by the courts, 


| made offerings of cocoanuts and the like to the ** god,” much 


| 


| up by the train. When the engine reached the city the fire- ; Minnesota passed into the possession of this company. Work 
man was surprised to find the dog seated on the ash-pan | is accordingly being pushed on a new track over this section, 
lunder the furnace. The dog did not seem to have been | which will make this company independent of the North- 
severely injured by the pilot, but the hair was burnt from | western, and it is expected that it will be finished in a short 
| its back during the long ride of 21 miles on the ash-pan, | time. 

This morning the canine appeared quite frisky, and was 
sent back to its owner at Alpsville.” 





| 
| 
| 
| 


Cincinnati, Georgetown & Portsmouth.—The credi- 
| tors who bought the unfinished Cincinnati & Portsmouth 
road at foreclosure sale have organized a company by this 
The engines of the Kattyawar State Kailroad in Western esiesesee : rhe peromaty certificate os incorporation was 
India are worshiped by some of the natives. A potter at recently filed with the Secretary of State of Ohio. 
Limri, having for a long time suffered from fever, and 
having failed to get relief from any of his old gods, at last 
contracted to place certain offerings before the ‘‘ engine 
| god” if that medium would bring him relief. Sure enough, 
the fever abated and he got well. So the potter has duly 





Columbus, Chicago & tndiana Centvral.—The fol- 
lowing circular has been addressed to holders of Union Trust 
Company certificates fer this company’s consolidated first- 
mortgage bonds, by Messrs. A. Iselin & Co., of New York : 

‘* As numerous inquiries are being addressed to us, as 
agents of the Bondholders’ Committee, on the subject of a 
settlement with the Pennsylvania Railroad Company, we 
would state that the Pennsylvania Railroad Company has 
A Dust Protector. | not made the committee any proposition for a settlement of 

The Consolidated Railroad is building at its shops in New eeaagoee wit between them, but —— Pia at oa 
Haven a new palace car, in which there is a device for keep- | we oe 7 apa ry under dave G ~ ge vo 
ing out the smoke, dust and cinders that come in at an open | | os Nag + SCovs, Dy which, in consut ranon ‘t eat ap eg 
window. It consists of anextra outer window, shaped some- | 21 the option up to Dec. 17 next to purchase from us 


to the astonishment of the conductor and engineer of the 
train. —Boston Transcript. 





| what like a curved bay window, in which the glass is only | prema ot ve ee - ' eng es % ee vg 
z aes “ : ° . > 2 Hada . The } per cent. Ok ,OTICLS ) ie “an SY y ) y y, 
his favor, the magnitude of the finding and the large liability | half the width of the window and slides up and down. When 


| 


Mr. Wiliams expressed himself as having no desire to give | 


the railroads trouble if his merits and rights as au inventor 
were acknowledged, and he finally agreed to accept the sum 
of $50,000 in full satisfaction of his claims against the 
members of the Kastern and Western Railroad associations 
and againstthe manfacturers who should accede to the settle 
ment, with the understanding that by accepting so moderate 
asum he should have the good will of the railroads in t® 
future purchase of headlights. * * * * 

“ These propositions were accepted, the definite terms being 
chat the railroads, members of the Eastern and Western 
Railroad associations, were to receive full releases from 
their liabilities to Mr. Williams on account of the infringe- 
ment of his patent; that the roads should pay $12,500 and 
the manufacturers %87,500 to Mr, Williaros in full settle- 
ment of his claims against the voads and the manufacturers 
and the claims of the roads against the manufacturers, and 
that the railroad associations should make an earnest 
recommendation to their, members that in making future 


jmade an agreement for the purchase of the stock of the 


dated Jan. 1, 1880, with coupons for 1880 on, the prin 
cipal and interest of said bonds to be guaranteed by the 
while the air can enter from the open half.—NSpringfield Pennsylvania Railroad Company, and secured by a deposit 
(Mass.) Republican, of the certificates so purchased, we have the option to sell 

him up to the same date $3,000,000 of said certificates, pay- 
able in the same way ; and should either option be exercised, 
Mr. Wm. L. Scott agrees to purchase on the same terms, 


OLD AND NEW ROADS. 
sraadsge during the 60 days following, all certificates which may be 


Atchison, Topeka & Santa Fe.—This company las | offered to bim.” 


This indicates that the Pennsylvania Railroad Company 
desires to close the pending litigation by buying up the first 
mortgaye bonds, or rather exchanging its own securities for 
them 


Kansas City, Lawrence & Southern Compavy and its leased 
lines, as noted elsewhere. This purchase will add to the 
lines controlled by this company 340 miles of road, some of | 
which is in the section of Southern Kensas also served by 
its own lines 

Atlantic & Great Western,—General J. H. Devereux, 
as special Master Commissioner for the sale. under fore- ; ay 
cosas, of the late Atlantic & Great Western Railway, has him ubout $2,500,000. 
filed a report with the Clerk of the Court of Common Pleas Detroit, Butler & St. Louis.—The Detroit Post and 
of Summit County, O., giving the following statement of re- | Tribune, of Nov. 20, says: ‘‘ The present rough weather is 
ceipts and disbursements under the sale : interfering materially with work upon the Butler road. 

Receipts ; ; : _| About 40 miles of track are now laid, 20 miles on this end 
From Purchasing Trustees $1,541,155 | and as much more on the Butler end. The grading is about 
Krom Receivers certificates Pome completed, but track laying is slow in the present style of 


From first mortgage bonds (Ohio Division). ; = ‘ ’ A : - 
From first mortgage bonds (general mortgage). 827/096 | Weather. The Lake Shore injunction at Adrian, which was 


Denver, South Park & Pacitic.—It is reported that a 
controlling interest in this road has been sold to Jay Gould. 
The terms are not stated, but it is said that the purchase cost 


From interest on deposits . bake 6,326 | dissolved by consent th» other day, was spoiled by the pro 
purchases of headlights and burners the manufacturers who . - | ceedings for condemnation taken before commissioners. 'The 
had contributed to the settlement should, with Mr. Williams, Total... Site $6,006,325 | injunction at Monroe is tocome for hearing before Judge 


whose friendly disposition and moderation had rendered it 
praciicable, have the preference over those manufacturers 
who had refused to assist the roads in any way and relieve 
them of their great liability on account of infringement of 
of patent, 

“ The conduct of Mr. Williams in agreeing to accept such 
a reasonable amount when the Court had awarded him a so 
much greater compensation, and that of the manufacturers 
who have contributed three-fourtas of the sum necessary to 
a settlement, calls for more than a mere expression of 
thanks. The manufacturers are the Adams & Westlake 
Manufacturing Co., of Chicago; the Buffalo Steam Gauge 
& Lantern Co., of Rochester; Post & Co., Cincinnati; the 
Kelly Lamp Co., Rochester; M. M. Buck & Co,, St. Louis.” 


Spooks. 


About the last man you would suspect of fearing ghosts 
would probably be a railroad man. And yet the ticket 
agent and other emplovés around the railroad station at 
Morehead, Ky., have resigned their positions on account of 
alleged ghosts. When the railroad was built through there, 
it was run right through a graveyard, spoiling part of it 
just where the station was built, and the railroad men say 
the ghosts of those whose bodies were thus roughly disturbed 
in their resting-places have taken possession of the building. 
—North American, 

A deaf mute is not the man most railroad officers would 
select as a train-hand, And yet a deaf and dumb man is 
said to be a brakeman on the Maine Central road, and he is 
moreover considered one of the best brakemen on the road, 
But perhaps this is only a Maine invention. 

The Locomotive publishes engravings in each issue showing 
how boilers look just after they have exploded. This doesn’t 
seem to hit the case at all. What is needed is a picture 
showing how a boiler looks just before it is going to explode. 
We could then learn when to get out of the way.--New 


Disbursements : 


1 , : Morris rext Tuesday. Weli-informed lawyers express the 
Paid first mortgage bonds (Ohio Division) $2,992,611 “ 


batt cactenia Intehted ates 1'560'324 | belief that it will be dissolved without doubt. This is the 
Paid expenses and cost of suit........ 23097000 | last obstructive proceeding on the part of the Lake Shore 
Paid Atlantic & Great Western liabilities... . 132.465 | Company so far as is now known. There is no telling, how- 
Paid D. P. Eells, Trustee #2 ; Air 175,138 | ever, what the fertile brains ot the Lake Shore people may 
Paid L. 1. Woodmen gases : 5,250 | not invent when they have been beaten on this. With rea 
Paid Erie Railway Company 04 Wa ‘ ‘ 35.617 | sonably good weather and no further legal obstructions it is 
Paid dividend on first mortgage bonds $41,366 | believed the road may be fully completed by the first of 
Total...... . Ae io .. «2.$5,972,771 | January. 

The amount to be paid, as per decree, was $6,006,325. Joliet & Valparaiso.—The Morris & Eastern Company 
The balance remaining by this statement is $33,554. has been consolidated with this company under the name of 

Baltimore & Ohio.— Nothing further has been made | the Joliet & Valparaiso Company. Neither company owns 

yublic in relation to this company’s new connection to New | any completed road. 

Vork over the Philadelphia & Reading and the Bound 

Brook line. it is understood, however, that the necessary 
arrangements are being completed and that trains by the 
new line, both freight and passenger, will begin to run to 
New York very soon, 

The company has bought considerable property in San- 
dusky, O., and is making arrangements to enlarge its facili- 
ties for freight business and for transfer between lake and 
rail there. 








Kansas City, Lawrence & Southern.—The following 
circular to stockholders of this company and its leased lines, 
the Southern Kansas & Western and the Sumner County 
companies, has been issued under date of Nov. 20, by Mr. 
Charles Merriam, Secretary and Treasurer of the company : 

“ Some of the large stockholders of the above-mentioned 
corporations have entered into an agreement with the Kan- 
sas City, Topeka & Western Railroad Company, by which it 
is provided as follows : 

Bethlehem.—A survey is being made for a narrow-gauge * First. That the shares of said stcckholders, and of such 
road about four miles long, from Bethlehem Station on the | other shareholders as may desire to become parties hereto in 
Boston, Concord & Montreal road to Bethlehem Street, N, | the manner hereinafter stated, shall be used to consolidate 
H., which is a noted suinmer resort. said first three named corporations, in the manner and on the 

secon tinlon sme one < hich: is 

Brattleboro & White Hall.—The road is now com- pak nae boned les of consolidation, a copy of which: is 
pleted to Lonaonderry, Vt., 20 miles beyond the late termi- “ Second. Said stockholders will be entitled to receive 
nus at Newfane, and 34 miles from the startiag point at | shares of the consolidated company at the rate of 95 per 
Brattleboro, Two regular trains a day are now run over | cent, of their present shares in the Kansas City, Lawrence 
the road to Londonderry. It is worked by the New London & Southern; 75 per cent. of their present shares in ‘the 
Northern #s a branch. Southern, Kansas & Western: 75 per cent. of their present 
Burlington, Cedar Rapids & Northern.—On the | shares in the Sumner County Railrcad Company. 














. branch or extension of the Muscatine Division to Montezuma 
ven ister. : sgh by - : ; 
Haven Register | track is now laid from the junction at Thornburg, Ia., west 
to Agricola, eight miles. About as much more remains to 


A Neat Station. 4 a + 
le ste " sto) vA a 
The Boston Journal thus describes a new passenger station | Se ene 


just built at Newtonville, Mass., by the Boston & Albany | Cairo & Vincennes.—An order was entered in the 
Company : United States Circuit Court in Springfield, I)., last week, 
‘The new building, which cost some $15,000, is of the | finally discharging Joseph W. Drexel and Charles E. Tracy 
most approved modern and decidedly peculiar architecture, | as Trustees and Receivers of this road. 
bat rb cgucds — ee, — wap nga eogedt ra - Central Pacific.—Messrs. J. O’B. Gunn and 8. W. Sand- 
brick, with granite foundations and freestone trimmings, | °'0% trustees, give notice that they hold $250,000 for the 
and the interior 1s cut up into a spacious ticket office baggage redemption of bonds issued under the land mortgage of Oct. 
room, water closets and two waiting rooms, each of the lat- | 1, yee Bide tor She Ueeveweer Sf Naaee $0 — — 
ter about 40x 30 ft. in size. The ceiling is 16 ft. high, and | {1!! be received at their office, Fourth and Townsend streets, 
the interior is finished in Michigan pine, with door and win- th. nPbniesny nerd — ee “por Ag - - ~ —— 
dow casings in walnut, seats in walnut and ash, doors of ash, | *2® !owest price will be taken for redemption ; but the trus- 
trimmings of the ceilings in cherry, ana the uppearanc fe of | es reserve the right to reject all bids over 105 flat. 


the interior is decidedly. neat, the blue-tinted and cardinal- Chicago, Milwaukee & St. Paul,.--The new short line 





‘* And the stock of said consolidated company is to be pur- 
chased at par by the Kansas City, Topeka & Western Rail- 
road Company, and through an arrangement with the 
Atchison, Topeka & Santa Fe Railroad Company be paid 
for at par in the 5 per cent. bonds of the last-named com- 
pany, payable in 40 years from Sept. 1, 1880, with rro- 
vision for a sinking fund sufficient to purchase annually 1 
per cent. of its bonds thus issued at not exceeding 1 per 
cent., beyond par, to be applied annually to the purchase 
thereof at 1 per cent. premium, upon advertisement for 
pees Segoe and if the fund is not thus exhausted it is to be 
applied by lot to the payment of said bonds upon the next 
coupon day at the above premium. The creation of said 
sinking fund to be secured by deposit of bonds of said Kan- 
sas City, Topeka & Western Railroad Company, or other 
securities adequate thereto, or, if may be, by mortgage of 
said consolidated road. 

‘Third. To accomplish the above purpose, parties who 





propose to participate in the arrangement should, within 
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thirty days from the date hereof (Nov. 20), transfer and de- 
liver their shares to the undersigned (Charles Merriam) as 
their trustee, with authority in their name or his name as 
their trustee to sign and become parties to the arrangement, 
to use said shares, to effect said consolidation by signing for 
them the articles of consolidation or otherwise, to receive as 
such trustee their shares and fractions of shares in the con- 
solidated company, to sell or — of the same, so that 
payment therefor shall be ultimately received in the 40 years’ 
5 per cent. bonds of the Atchison, Topeka & Santa Fe Rail- 
road Company, jated Sept. 1, 1880, with bond scrip for 
fractions, and to receive as their trustee and deliver to them 
said bonds and bond scrip of the Atchison, Topeka & Santa 
Fe Railroad Company, thus to be received for said shares 
and fractions. 

“Fourth. By the terms of the arrangement a short time 
only is allowed to shareholders, after such consolidation shall 
have been effected, to avail themselves thereof, and the pre- 
liminary consolidation, without which the arrangement will 
be void, must be effected at the earliest day possible. 

‘“Shareholders assenting to the arrangement should 
promptly sign the subjoined authorization to act for them, 
first filling up blanks for the number of shares held by them, 
and immediately return to the undersigned this entire cir- 
cular, together with their certificates of stock duly trans- 
ferred on the backs thereof to Charles Merriam, Trustee. 

‘* Shareholders who surrender their stock will receive there- 
for a transferable receipt, a copy of which is herewith in- 
closed. 

“The Atchison, Topeka & Santa Fe 5 per cent. bonds will 
be issued only in denominations of $1, , and parties en- 
titled to a fractional part of a bond will receive, for such 
fraction, bond scrip convertible into bonds when presented 
in sums of $1,000.” 


Knoxville & Ohio.—At the annual meeting in Knox- 
ville, Tenn.. last week, it was resolved to adjourn until Dec. 
8, the directors being instructed to prepare in the meantime 
a plan for the extension of the road to the Tennessee line, to 
connect with the proposed extension of the Louisville & 
Nashville’s Knoxville Branch. 

It is understood that the necessary money will be advanced 
by the East Tennessee, Virginia & Georgia Company, and 
that that company will take stock in the Knoxville & Ohio 
for the amount of the advances made. 


Lake Erie, Evansville & Southwestern.—An exten- 
sion of this road has been completed from the old terminus 
at Booneville, Ind., east by north to a connection with the 
Cincinnati, Rockport & Southwestern road near Gentryville. 
The extension is 16 miles long, making the road 34 miles 
long, from Evansville to Gentryville. The extension has 
been built by the Evansville Local Trade Company, which 
now controls this road. 


Louisville & Nashville.—A dispatch from Nashville, 
Tenn., Nov. 23, says: *‘ The attorneys for Rolin B. Smith, of 
New York, filed an amended bill in the chancery court to- 
day against the Louisville & Nashville railway, upon which 
Chancellor Merritt granted an order restraining, during the 
pendency of proceedings and until further order of the 
court, the distribution of the 100 per cent. stock dividend 
recently declared.” 


Macon & Brunswick.—-The Atlanta (Ga.) Constitu- 
tion, of Noy. 19, says: “* By reference to the proceedings in 
the Legislature yesterday it will be seen that a bill has been 
introduced in the House by the Macon & Brunswick Rail- 
road Company for further time of purchase money. We 
learn that the application is based on embarrassments pro- 
duced by various suits brought by owners of the 8600,000 
of bonds in the federal courts, which suits may not be 
decided for some years, pending which the company cannot 
issue bonds or adopt other financial measures for raising 
money in consequence of this cloud on their possession of the 
wroperty. These bonds of 86C0,000 were issued by the old 
Macon & Brunswick Railroad Company ; were at one time 
acknowledged as valid, having received the indorse- 
ment of the state, but subsequently repudiated. 
The owners being unable to recover from the 
state, are endeavoring, now that the road has passed into 
private hands, to hold the property liable. .The present com- 
pany, with a desire to commence work on the Atlanta con- 
nection, ask for indulgence in time of further payments. The 
next installment is due March 1, 1882, $250,000; the last, of 
#675,000, on March 1, 1884, with 5 per cent. interest. The 
bill asks an annual payment inthe way of a sinking fund 
commencing June 1, 1880, which will extinguish the principal 
within 30 vears (or in less time at the option of the pur- 
chasers by a full payment), the interest to be paid also an- 
nually with payment of the sinking fund, amounting in the 
aggregate in round numbers to about $70,000 at that date— 
the state retaining her original lien in every respect as at 
present prescribed by the terms of sale. 

‘‘Tnasmuch as this application is based altogether on the 
immediate commencement by the company of work on the 
road between Macon and Atlanta, a failure to do so being 
guarded by stringent provisions in the bill, the security of 
the state being thus enhanced, there would seem to be no im- 
propriety in the Legislature granting its assent to the terms 
proposed. The new company ask to be named in future the 
Atlanta, Macon & Brunswick Railway Company.” 


Mead ville.—This company offers for sale #50,000 of its 
6 per cent. bonds secured by first mortgage on the road now 
under construction from Meadville, Pa., to Linesville, about 
19 miles. ‘“he total issue is limited to &125,000, 


Mexican Railroad Agreement.—The New York 
Times of Nov. 20 says: “ Asa result of the Romero dinner 
the representatives of the various companies and grants in- 
terested in the project of establishing railway communica- 
tion with Mexico, have agreed toa fusion of their several 
interests, and the following sub-committee has been ap- 
pointed to devise a basis which shall be acceptable to all con- 
cerned ; Gen. Grant, Chairman : Thomas Nickerson, C. F. 
Woerishoeffer, E. W. Adams, M. Crocker, T. Jefferson 
Coolidge, and Gen, G. M. Dodge. The parties to the agree- 
ment are the Republic of Mexico, the Southern Pacific Rail- 
road Company, the Texas & Pacific Railway 
Company, the Missouri, Kansas & Texas Railroad 
Company, the Palmer & Sullivan grant, the Mexican Cen- 
tral grant, the Sonora grant, and the Atchison, Topeka & 
Santa Fe Railroad Company. The sub-committee was to 
have a meeting yesterday, but Gen, Dodge was indisposed, 
and an adjour:ment was taken to Tuesday of next week.” 


Minneapolis & St. Cloud.—This company is desirous 
of selling its franchises to any parties who will build the 
road, The company has a special charter with a grant of 
state swamp lands, and also claims a land grant from the 
general government. ‘There is no finished road owned by 
the company. ‘ 


Mobile & Ohio.—A meeting of the holders of ‘deben- 
tures was held in New York, Nov, 20, at which the trustees 
were instructed to vote at the coming ae meeting for W. 
Butler Duncan, A. L. Rives, Henry Hall, Moses Waring, E. 
L. Russell, A. 8. Gaines, Cornelius H.Clarke, Adrian Iselin, 
Jr., Jacob Hayes, James H. Fay, J. P. McMahon and W. E. 
Kimble as directors of the company. 





Nashua & Lowell.—The lease to the Boston & Lowell 
Comgeny has been finally ratified by both companies. The 
poll for the Boston & Lowell stockholders was kept open a 
week, so that the result could not finally be announced until 
this week. Possession of the road will be giyen as soon as 
some details relating to the change can be arranged. 

One or two of the Nashua & Lowell stockholders have 
— against the lease on the grounds that the company 

no authority to execute it aller New Hampshire law, 
and that the call for the meeting at which it was ratified 
was not in proper form. 


Nashville, Chattanooga & St. Louis.—Preparations 
have been made by some of the stockholders to file a bill in the 
United States Circuit Court in Nashville, Tenn., asking for a 
receiver for this road. The bill as prepared alleges that the 
Louisville & Nashville Company, having acquired a con- 
trolling interest in the stock, is using it to the detriment of 
the road and the corresponding samege of the other stock- 
holders; that freight business is diverted to other lines, and 
the road injured in various ways. The appointment of a 
receiver is asked to protect the minority stockholders. 
Several large stockholders are said to be ready to join in the 
suit, 


New Orleans Pacific.—Chief Engineer B. H. Greene has 
been authorized to call for bids on the grading between Le- 
compte, La., and Bayou Goula on the Mississippi, a few 
miles above Donaldsonville, and work will probably be 
begun on this section very soon. 


New York, Ft. Wayne & Chicago.—This company 
was formed at a meeting held in Ft. Wayne, Ind., last week, 
by a consolidation of two organizations known as the Ohio, 
"t. Wayne & Chicago and the Ohio Railway Company. The 
projected line is from Akron, O., to Ft. Wayne and thence 
to Chicago. The capital stock is fixed at $7,500,000, The 
company promises to begin work on the line from Akron to 
Ft. Wayne at once. 


New York, Lake Erie & Western.—This company 
makes the following statement for September and the year 
ending Sept. 30: 








——September,—--— ~—Year. - 
1880. 1879. 1879-80. 1878-79. 
Earnings........$1,786,417 $1,492,495 $18,693,109 $15.943,023 
Expenses........ 1,028,208 930,395 11,643,925 — 11,174,699 





Net earnings... $758,119 $562,100 $7,049,184 $4,767,324 
Per cent, of exps 57.58 62.36 62.20 70.10 


For September there was an increase of $203,922, or 
19.7 per cent, in gross earnings, and of $196,019, or 34.9 

sr cent., in net earnings. The year shows a gain of $2,751,- 
86, or 17.8 per cent., in earnings; an increase of &460,226, 
or 4.2 per cent., in expenses, leaving a gain of 42,281,860, or 
47.9 per cent., in net earnings. 


New York & New England.—This company is mak- 
ing efforts to build up the suburban business in the country 
tributary to its line near Boston, and, in accordance with 
this policy the General Passenger Department recently 
ened the following circular : 

‘In order to induce settlement and improvement upon the 
line of its railroad, the New York & New England Railroad 
Company will issue free tickets, until further notice, to new 
settlers as follows : 

“To the first occupant of any dwelling-house hereafter 
erected, at stations between Boston & Franklin, on the main 
line, and between Brookline and W edway on the 
Woonsocket Division, a free ticket will bé issued between the 
nearest station to such house and Boston, on the main line, or 
Brookline on the Woonsocket, Division, on the following con- 
ditions : 

“1. To one oveupant of a new house costing not less than 
$1,000, exclusive of the cost of the ground, a free ticket 
will be issued, good for two years from the time of the com- 
pletion of said house. 

**2. To one occupant.of a new house costing not less than 
$3,000, a free ticket will be issued, good for three years 
from the time of the completion of said house, 

** 3. In case tie first occupant of a house shall move out 
before the expiration of the specified time, then the ticket 
will become void, and upon its surrender another ticket will 
be issued to the new occupant for the unexpired term, 

‘4, On the completion of a new house, the builder or 
owner thereof must give to the railroad company immediate 
notice of such completion, stating the cost of the house, in 
order to obtain the benefit of free tickets for the future 
ozcupant of the house, 

"5. Application by the occupant must be made on the 
rinted form given, which. may be obtained at stations on 
he line. The correctness of the statement contained in the 

application must be vouched for by an authorized agent of 
the company. 

‘6. The applicant must be an actual new settler, and not 
a = resident of that ng of any city or town 
tributary to the New York & New England Railroad. 

“7, The house in which the applicant resides must be 
located nearer a station on the A York & New England 
Railroad than a station on any other railroad. The station 
nearest the applicant’s house must be stated in the applica- 
tion. 

**8. Parties occupying houses erected by land companies 
or others will have the same privileges extended to them, 
provided proper application is made, and the crcumstances 
fully recited in the application, 

‘9. The company reserves the right to reject all applica- 
tions not satisfactory. 

“This company will also issue tickets, in packages of not 
less than 50, at one-half the single ticket rates, to builders, 
for themselves or their workmen, while employed in building 
said houses.” 


New York, Ontario & Western.—It is announced 
that this company will soon begin work on the extension of 
its road from Middletown, N. Y., to Cornwall on the Hudson, 
and thence down the river to Weehawken, where the New 
York terminus will be. Probably it is intended to use the 
Jersey City & Albany track from Haverstraw, though no 
statement has been made on this point. 

A partial reorganization of the board of directors has been 
completed, as noted elsewhere. 

The Midland Improvement Company, a construction com- 
pany which was to build the new extensions and branches, is 
to be dissolved as soon as its affairs can be wound up. The 
stockholders will exchange their shares for stock in the rail- 
road company, which will take all the property. 

It is stated that the company has acquired full control of 
the Weehawken Ferry property, and will make extensive 
improvements in readiness for the business to be done when 
the extension of the road to that point is completed. 


Northern, of Canada,—The Toronto (Ont.) Monetary 
Times, of Nov. 20, says : “ The Northern Railway Company 
asks the city of Toronto and the county of Simcoe to sur- 
render their stock in that road, in the way of an aid toward 
changing the gauge. The city of Toronto refuses to do so, and 
it has good grounds for its resolution. The Northern Rail- 
way will be obliged to change the gauge. When the Grand 
Trunk gets charge of the Toronto, Grey & Bruce Railway, 


and a change of gauge is made on that road, the Northern 
will experience, in that quarter, a more decided —— 
than it has yet felt. The Toronto, Grey & Bruce will then 
for the first time, increase its business by through traffic, and 
the Grand Trunk is hkely to do its best to make that traffic 
profitable. The Grand Trunk and the Northern have gener- 
ally managed to quarrel, when they were not competing 
lines; they will in future have the through traffic to wrangle 
over. The Northern must put itself in a condition to do this 
work, if it means to succeed. As to Toronto suffering, if it 
refuses to give up its stock, it is evident that the citizens 
have made up their minds to take the risk.” 


Northern Pacific.—This company has filed with Rail- 
road Commissioner Turner, of Wisconsin, a map of the pro- 
= line from Northern Pacific Junction, Minn., through 
Wisconsin and Michigan to Sault Ste. Marie, Mackinaw. 
The map shows the course of the road through Wisconsin, 
with a branch to Superior and Duluth, and a projected 
branch to Ashland. The route crosses the Wisconsin Cen- 
tral at Marengo, the Montreal River at the mouth of Gogo- 
gashugan River where it connects with the Ontonagon road, 
which bears north of Lake Michigan, to Marquette, Mich., 
where this road connects with the Detroit, Mackinaw & 
Marquette road, which runs to Mackinaw. 

The St. Paul Pioneer Press says: **Government lands 
taken within the limits of the Northern Pacific Railroad land 
grant during 12 months ending June 30, 1880, were 1,216,- 
653 acres, in 8,692 entries. The statement shows 3,20% 
entries, covering 404,729 acres in Minnesota, and 5,485 
entries, covering 811,924 acres, in Dakota. 

‘*The amount of wheat raised in Dakota counties on the 
line of the Northern Pacific Railroad, during the season of 
1880, was 4,116,000 bushels, taking 20 bushels to the acre 
asan average, which is a most conservative estimate, as 
while the Red River Valley region produced from 17 to 28 
bushels per acre, the new land west from there yielded from 
27 to 37 bushels, 

‘The total amount of wheat of the crop of 1880 moved on 
line of the railroad to Nov. 18 was 2,080,850 bushels. The 
closing of the land to agricultural operations will give the 
farmers time to thresh stacked wheat, and the shipments to 
St. Paul and Minneapolis will increase. 

“The total cultivated area on the line of the Northern 
Pacific in 1879 was 375,972 acres; area in wheat, 286,618 
acres; new breaking, 173,000 acres. In 1880 the cultivated 
area is 505,982 acres; the area in wheat, 874,520 acres; new 
breaking, 198,049 acres. 

“The total wheat crop of 1880 on the line of the railroad 
may be placed at 7,490,400 bushels, an estimate certainly 
far within the actual features.” 

The Philadelphia Times of Nov. 28 contained 
the following regarding the negotiations for the raising of 
funds necessary to complete this road: 

‘Charles B. Wright, one of the directors of the Northern 
Pacific Railroad Company, who returned from New York 
late on Saturday, was at his office on Third street yesterday, 
and said that negotiations were closed on Friday night be- 
tween the company and a syndicate of American and Euro- 
ean bankers, under which the syndicate is to furnish %40,- 
100,000 for the completion of the road. Mr. Wright said 
that the names of the bankers composing the syndicate would 
be published from the company’s office in New York in the 
course of two or three days, and in the mean time he did not 
feel authorized to give their names. He said, however, that 
they were of the very highest standing; that there were no 
better names in America or Europe. It is understood that 
the leading members of the syndicate are Drexel, Morgan & 
Co,, August Belmont & Co., Winslow, Lanier & Co. and J, & 
W. Seligman, of New York, and Morton, Rose & Co., of 
London. Mr, Wright said that it would be improper just at 
present to give the exact terms of the agreement, but he 
would say that the syndicate were to take the bonds of the 
company on a scale ranging between 90 and 100 per cent.” 

A later statement is that Morton, Rose & Co. have no share 
in the syndicate, 


Ohio Central,—This company has filed a certificate with 
the Secretary of State of Ohio showing that the stockholders 
have decided to increase its capital from $4,000,000 to $4,- 
400,000 ; also to build a branch line or extension from Corn- 
ing to South Shawnee, to be known as the Mineral Division. 
It will be about 12 miles long. 


Old Colony.—This company has bought the Fulton 
Foundry property on Dorchester avenue and Foundry street 
in Boston, and will use the land for freight purposes. Its 
freight business in Boston has so much increased of late as 
to make more room necessary. 5 

At the annual meeting in Middleboro, Mass., Nov. 23, a 
resolution was adopted that, whereas the stockholders be- 
lieve many rallvenl accidents are due to the use of intoxi- 
cating liquors, the President, Superintendent and directors 
are instructed hereafter to employ no persons who use in- 
toxicating liquors as beverages. 


Panama Canal,—A dispatch from Paris, France, Nov, 
17, says: ** The capital of the Panama Cana! Company will 
be 800,000,000 frances, divided into 600,000 shares of 500 
franes each. Ten thousand shares being reserved by the 
statutes for the civil company of the original concessiones 
for the concession contributed by that company, 590,000 
shares remain for public subscription, The issue will be 
made at par, twenty-five francs being paid at subscription, 
one hundred on allotment, and the rest as required, The 
total cost is estimated at 600,000,000 francs. The sum neces- 
sary for completing the canal, over and above the capital, 
will be raised by the issue of obligations. Five per cent. in- 
terest is to be paid on the shares during the execution of the 
work. Of the net profits 80 per cent. is allotted share- 
holders by the terms of the concession, M, De Lesseps states 
that the contractors have sent in their estimate, according to 
which the construction of the canal will not cost 500,000,000 
francs, and that it has been provided by a memorandum 
signed on July 7; that a special American committee sitting 
in New York shall represent the interests of the company in 
the United States as to all that relates to observance of the 
neutrality of the canal, as settled by the law of concession of 


the Republic of Colombia.’ 


Pennsylvania.—Surveys are being made for a cross line 
about seven miles long from the New York Division near 
Trenton, N. J., east to Newtown on the Amboy Division. If 
built it will be used chiefly for the coal trains bound to South 
Amboy. : : 

Surveys have also been made for an extension of the Pem- 
berton & Sea Shore road, owned by this company, from 
Whiting Junction, N. J., east to Tom’s River, and thence 
northward along the shore to Manasquan, the terminus of 
the Freehold & Jamesburg Branch. A separate company, 
| the Philadelphia & Long Branch, has been organized to build 
| this line, which will be about 25 miles long. 
| Notice is given that sealed proposals will be received until 

Nov. 30, for the grading and masonry of about 15 miles of 
this road from Whiting Junction to Barnegat Bay Plans 
and specifications can be seen at the office of W. H. Brown, 
Engineer of Maintenance of Way of the Pennsylvania Rail 


road, No. 233 South Fourth street, Philadelptia 


Peoria, Pekin & Jacksonville.—At Peoria, Ill., Nov 
13. in the Circuit Court, this company, by its solicitor, filed 
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a bill to set aside the decree of sale of the road entered Aug. 
7, 1879, and also the sale made Nov. 14, 1879, in pur- 
suance of a decree for $900,000, to Solon Humphreys, 
who still owns the road, It was the last day of the 
year within which the company could redeem.. The 
bill alleges that the attorneys consented to said decree 
and had no warrant, right or authority so to do, As a 
matter of fact the attorneys consen to the decree on 
authority of John Allen, President of the road, and not on 
authority of the board of directors, their consent and that of 
Mr. Allen personally being given in open court. The bill 
further alleges other technical grounds of defect and claims 
the sale was void, 


Philadelphia & Reading.—The Keceivers’ statement 
for October - and the eleven months of the fiscal year from 
Dec. 1 to Oct, 31 is as follows: 








~~ omen omen leven months, 

Gross earnings: 1880; 1879. 1879. 
Railroad traffic 31,563,795 $1,409,028 $14,036,665 $11,797,605 
Canal traffic.... 111,891 51,464 708,389 T17,872 
Steam colliers... 62,041 Af 545,061 504,471 
Richm'd barges. B,571 25,415 91,244 149,515 

Total R. RK. Co.$1,746,298 $1,542,910 $16,282,258 $13,259,051 
Coal & bron Co, 1,260,027 "1,084,203 "10,376,553 — 9,136,395 

Total $3,006,325 $2,577,113 $26,658,811 $22,305,446 

Traftic: aii 3 
Passengers car 

ried ‘ 021,470 784,420 9,048,277 7 255,000 
‘Tons merchan- 

dise... ’ 827,044 531,760 5,409,598 4,328,797 
‘Tons coal 719415 = 852,190 6,410,004 7,360,884 
Tons coal on 

colliers........ 44,888 14,061 498,916 S5L,775 

Cons coal mined; 
By Coal & Iron 

SO; ss veerbers 361,198 440.405 3, Rats} 4,880,060 
By tenants...... 133,405 140,524 006,722 1,168,001 

Total 404,601 580,78) 4,163,325 5,048,961 


The Receivers continue the statement of earnings and ex- 
penses as follows, rentals of leased lines being included in 
expenses: 





- ~———-October.-~-- -—. —— -Eleven months,——~ 
R. R. Co.: 1880, 1854), 880. L879), 
Gross carnings. .$1,746,2¢ $1,542,010 $16,282,255 : 
Gross expenses. 1,125,643 = 1,008,382 11,809,976 
Net profit $620,655 $474,528 $4,472,282 
Coal & Iron Co,; 
Gross earnings..$1,.260,027 $1,084,204 $10,876,553 $9,186,305 
Gross expenses. 1,119,268 1,016,92L 10,002,599 9,902,408 
Net profit... $140,750 $17,282 $373,056 *$856,013 
Total net, 
both Cos.. $761,414 S401, 510 $4,546,238 $2,640,204 


’ Deficit 

Mor the month the Kailroud Company shows an increase of 
13.2 per cent, in gross earnings and 40.8 per cent. in net ; 
the Coal & tron Company gained 21.8 per cent. in gross 


earnings, while the total net profit of both companies in- | 


creased 54.8 per cent, For the eleven months the Railroad 
Company gained 22.8 per cent., and the Coal & Iron Com- 
pany 13.5 per cent, in gross receipts, while the total net 
profits of both companies increased 84.3 per cent, 

The Receiversrecently submitted a proposition tu pay at 
the rate of 5 per cent, the interest on the bonds of the Schuy|- 


kill Navigation prom vag falling due on Nov. 1, 
As a matter of course, this proposition has met with 
opposition on the part of the Schuylkill Naviga 


tion bondholders, who claim that they are entitled to 
the full interest, and they contemplate the commencement of 
judicial proceedings with that end in view. A notice just 
issued by the holder of a large interest in these bonds invites 
the stock and loanholders of the Schuylkill Navigation Com- 
pany desiring to obtain their dividends and interest in full 
to hold a consultation as to “ the Pee roceedings to en- 
force the payment of their rent according to the decree 
placing the Philadelphia & Reading Railroad in the charge 
of Receivers.” Uf the necessary support is obtaimed for the 
movement, an application to the Court for a mandamus will 
be made. The total amount of interest which fel] due on 
Nov. 1 was $228,000, consisting of that on the improvement 
sixes and the boat and car loan sixes and sevens. 

In the United States Circuit Court in Pittsburgh, Nov. 18, 
the Receivers and President Gowen, for the company pre- 
sented an application to the\Court for permission to issue de- 
ferred income bonds to the amount of $34,800,000, The 
essential part of the application is as follows ; 

“The principal cause of the embarrassment and suspen- 
sion of{your petitioners. the Railroad Company, and one of 
the most formidable difficulties your petitioners have found 
in their way since their appointment as Receivers, has been 
the existence and pressure of what is commonly known as 
the floating debt. This amounts at the present time toa 
votal of $9,109,569 for the Railroad Company, and $1,049,- 
417 for the Coal & Iron Company, together a grand 
total of $10,158,987, apart from the liabilities of your peti- 
tioners, the Receivers, contracted under order of Court. For 
this floating debt, held in divers amounts by different par- 
ties, a large amount of collateral, whose true value is very 
great, but of which many are not readily saleable, are 
pledged as security. Included among tnese are large 
amounts of the bunds of the company, secured by the gen- 
eral and income mortgages under which these proceedings 
are brought. * * * 

“Tt has occurred to many as the simplest and most 
natural mode of providing for said floating debt, to levy an 
assessment, or obtain a contribution from the shareho:ders, 
adequate for the purpose. On a share capital of $34,000,000, 
this would require a contribution or assessment of about $15 
for each share, making a total say $10.200,000, ‘Lhe diffi- 
culty in the way of this scheme, however, was the impossi- 
bility of levying an assessment without a foreclosure, which 
would be disastrous, since, without a foreclosure, and a con- 
sequent reorganization, it is not likely that the stockholders 
would voluntarily contribute the required amount, uniess 
their contributions secured to them some equivalent obliga- 
tion from the company. 

‘“* A proposition tor thus securing a contribution equal to 
$15 for each share of the existing capital stock of the com. 
pany, for the purpose of paying off the floating debt, has re- 
cently been made to your petitioners by responsible parties. 
‘Lhis proposition is of the following character: The company 
is to issue 686,000 obligations, of a par or nominal value of 
$50. to be known as deferred income bo«ds, on which inter- 
est only is to be payable, and that out of the annual surplus 
profits of the company remaining after the paymentof a6 
per cent. dividend on the common stock. These remaining 
surplus profits are to be first applied to the payment of a 
yearly interest, not exceeding 6 per cent., on the deferred 
income bonds, and after each class has had 6 per cent., the 
deferred income bondsere torank tor further dividends pari 
passu with the common stock. he right of the latter to this 
participation in the surplus Bape of the company is to take 
effect as of Dec. 1, 1880, e deferred income bonds are to 
be issued at 80 per cent. of their par value, or $15 per bond, 








| 


| 
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payable in installments, as follows : 
scription, $4 one month thereafter, $4 three months there- 
after, and $4 five months thereafter, with the right to pay 
up in full at any time under 6 per cent. per annum discount. 
Scrip transferable to bearer will be issued, if desired, on the 
pone of the first installment. Each stockholder is to 
have an option of taking a pro rata share of these obliga- 
tions, and all not thus taken are to be awarded to an asso- 
ciation or syndicate of the promoters of the plan, by whom 
its success is to be guaranteed by the deposit of the sum of 
ae 


$2,058,000. * * The company is to pay the guar- 


antors a commission of 5 per cent. on the proceeds of the | 


issue of deferred income bonds, and the net proceeds of the 
issue are to be applied to the payment of the floating debt. 
# i x * 7 %* 


‘Your petitioners, therefore, pray : 


Reading Railroad Company, to be known as deferred in- 


come bonds, of the character set forth in this petition, and | 


in the Exhibit B, thereto annexed, and that the said com 


ny may be authorized to execute said obligations in such | 
orm as they may deem advisable, and dispose of them in | 


the manner and on the terms herein set forth, and to do and 
perform any and every corporate act that may be necessary 
or convenient in the premises. 

“Second—That the,said Railroad Company may be author- 
ized to approve or adopt the torm of application of guaran 
tors of issue of 686,000 deferred income bonds of $50 each, 
set forth as Exhibit B to the petition, or any modification 


thereof that may be agreed to by the said company, with | 


the approval of the Masters, and that the said company be 
further authorized to make with the guarantors of the said 


issue of deferred income bonds, or their representatives, | 


whatever agreements or contracts may be required for ef- 
fecting the objects set forth in this petition, and in the said 
form of application, or any modification thereof as afore- 
said, and to do and perform any and every corpcrate act 
that may required for this purpose. 


** Third--That whatever money shall accrue from either the | 


issue or guarantee of said deferred income bonds shall be 


paid to the Receivers, and the net proceeds thereof shall be 
appropriated to the payment of the floating debt of the two | 
released | 


companies, and the collateral securities thereby 
shall be surrendered to and held by the said Receivers.” 

The Court thereupon granted the petition, and caused the 
following order to be entered 

“It is ordered and decreed by the Court that the prayer 
of the said petition be granted, and thatthe said the Phila- 
delphia & Reading Railroad Company be, and is bereby 
authorized and empowered to enter inte the proposed agree- 
ments for the guarantee of the proposed subscription and 
issue of deferred income honds, and to execute and issue 
under the seal of the said company $24,300,000 of such de- 
ferred income bonds, on which interest is to be deferred to a 
dividend of 6 per cent. on the common stock of the said 


company, and thereafter to take all revenues up te 6 per | 
cent. and then to rank pari passu with the common shares | 


for further dividend, said right to this participation in the 
surplus revenues of the company to take effect as of Dec. 1, 
1880 


* The said deferred income bonds to be issued at 40 per 
cent, of the par value, or $15 per bond, payable in install 
ments as proposed in said petition, and before selling or dis 


posing of said bonds in the market, the privilege or option of | 


taking a pro vata share to be first offered to the stockholders 
of the said company, and whatever money shall accrue from 
said issue or guarantee shall be received by the Receivers, 
and be applied by thena to the payment of the floating debt 
of the company and the redemption of the securities pledged 
therefor.” 


Pullman Palace Car Co.—-The United States Circuit 
Court at Nashville, ‘Venn., has granted an order restraining 
the Tennessee state officers from selling property levied on 
for the collection of a license tax on Pullman cars 
in that state. The company claimed that it held no license 
or privilege from the state, the cars being run under agree- 
ment with the railroad companies, and under the general 
powers granted to those companies by the state. 


Richtield Springs & Cooperstown.—lIt is propose 
to build a railroad from Richtield Springs, N. Y., to Coopers- 
town, about 15 miles. Both places are summer resorts, and 
the road would probably have little or no business in winter. 
The country between the two is somewhat hilly and diffi- 
cult. : 


ad 


Rochester & State Line.—The boudbolders of this 
company met in New York, Nov. 22, and appointed Adrian 
Iselin, Jr., Anson Phelps Stokes ‘and Walston H. Brown a 
committee to prepare a plan for the reorganization of the 
company, to be submitted at a future meeting. _ It is said 
that the name of the new company will be the Lake On- 
tario, Rochester & Pittsburgh, but it is to be hoped that the 
committee will find a less clumsy title. 


Rome Southern.—Application has been made to tbe 
Georgia Legislature for a charter for this road, which is to 
run from Rome, Ga., to St. Marks, Fla. The applicants also 
ask for authority to build branches to Columbus, Atlanta 
and Chattanooga. 


St. Louis, ron Mountain & Southern.—The follow- 
ing cfficial notice was sent to the New Yurk Stock Exchange 
by the Treasurer of this company on Nov. 23: 

“At a meeting of the Executive Committee of the St. 
Louis, Iron Mountain & Southern Railroad Company, held 
this dav, it was resolved that the Treasurer of the company 
be directed to withdraw the notice dated Sept. 22, 1880, 
sent to the New York Stock Exchanze, informing them ot 
the intention of this company to issue 15,000 shares of the 
stock of this company for the purposes therein stated. The 
St. Louis, Iron Mountain & Southern Railway Company 
have decided to issue no part of said shares.” 

The purpose for which the issue of the 15,000 shares of 
additional stock was intended was the exchange with the 
stockholders of tree Memphis & Little Rock Railroad Com- 


pany of Iron Mouutain stock tor their boldings, in order to | 


secure the union of the two companies. The project has 
been abandoned, however, according to, the statements of 
the officers of the Tron Mouutain Company, because large 
security-bolders of the latter company have secured the con- 


trol of the Memphis & Little Rock stock, and the road will | 
be operated in harmony with the Iron Mountain, which com- | 


pany wil! there!ore derive all the benefits of the connection 
withcut any of the hurdens consequent upon increasing its 
present capital stock, 

St. Paul & Duluth.—The new branch from Wyoming, 
Minn., tc Taylors Falls, the completion of which was re- 
cently noted, is 21 miles long, and cost about $50,000. 
There is some heavy work oa the line, including some long 
cuts through trap rock near Taylor’s Falls, ‘lhe branch is 
owned and will be used jointly by this company and the 
Minneapolis & St. Louis, the latter. company having also 
the right to use the St. Paul & Duluth tracks between 
White Bear and Wyoming. 

St. Paul, Minneapolis & Manitoba.—Tbe St. Paul 
Pioneer-Press says: “It is reported that the St. 
Minneapolis & Manitoba has made an arrangement with the 


Three dollars on sub- | 


First—That the Court | 
will approve the issue of obligations of the Philadelphia & | 


running | 


Paul, | 
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Minneapolis & St, Louis to run coal-trains over the latter’s 
| road, to and from the mines of Hil], Angus & Co., in Iowa. 

| The United States Circuit Court has refused to dissolve 
| the injunction heretofore granted against the building of 
this company’s Barnesville & Mocrhead Branch across the 
| Northern Pacific tracks at Moorhead. The Court holds 
| that the title under which this company claims the right to 
| build on the Northern Pacific property is insufficient, and 
that the right to cross that property can only be secured by 
condemnation proveedings in yon form, or by license from 
the company owning the property, neither of which have 
been had. 


Shenandoah Valley.—Track on this road is now laid 
| from the junction with the Chesapeake & Ohio at Waynes- 
boro, Va., north by east to Shenandoah Iron Works, 36 
miles. Regular trains run between Waynesboro and Elk 
ton, 30'¢ miles. Work is progressing on the unfinished gap 
from both ends, and the company expects to have trains 
running over the whole line from Hagerstown to Waynes- 
boro, 143 miles, by the close of the year. j 


Somerset & Cambria.—The grading on this road from 
Somerset, Pa., to Johnstown, is now all completed. The bridges 
are being put up, and track-laying is in progress. It is ex 
pected that the road will be finished early in December. 


Southern Fast Mail Lines,—A dispatch from Washing 

ton, Nov, 20, says: ‘* During the last session of Congress, 
Superintendent Thompson, of the Railway Mail Service, 
| wrote a letter to the Postmaster General, advocating an ad 
ditional appropriation for Southern fast mail service, which 
letter was transmitted to Congress and the appropriation 
made, Prior to the present time it has been impossible to 
make arrangements with the Southern lines to put it in 
operation. There was a meeting to-day of the Southern 
managers in this city at which an arrangement was com- 
pleted, and it was agreed to put it in effect on Nov. 28. 

** By the terms of this arrangement the fast mai) will leave 
Boston at 6 p.m. and New York at 4:30 a. m., arriving in 
Washington at 10:50 a. m. Leaving Washington at 11 a. 
m., if will arrive in Richmond at 2:46 p. m., Atlanta 9:36 
a. m., and New Orleans the following morning, which will 
be equivalent to the saving ot one business day. By this 
arrangement not only New Orleans but all intermediate 
points between Washington and New Orleans will be bene 
fited, as this line will perform local service. The mail which 
arrives at Atlanta by the present arrangement at 11 p. m., 
will arrive at 9:30 a. m., and al] other cities and villages will 
receive corresponding benefits in the saving of time. Not 
only will the towns on the line of this route receive such 
| benefits, but, by its connections with lateral lines, the entire 
|; service in the South will be greatly improved. This train 
| will also, by connections from Richmond. continue 
south by the Atlantic coast line to Wilmington, Charleston, 
Savannah, and Jacksonville, decreasing the time to the ex- 
tent of one business day to the cities named, together with 
their intermediate points, and also to points on the lateral 
lines. In addition to the above train there is also a special 
| fast train on the Virginia Midland Railroad, between Wash 
| ing5on and Danville, which leaves Washington at 10:40 p. m.. 
|}ou the arrival of the train that leaves New York at 4 


|p.m. This Virginia Midland special train arrives at Dan 
| ville, Pa., at 7:45 a, m., in time to connect with the Pied- 
mont Air Line train for the South, which, taken in connec 


| tion with other fast trains, gives the South a double daily 
fast mail service that is unsurpassed elsewhere. The South 
ern railway managers very kindly placed the trains at the 
disposal of the depariment, wiich it promptly accepted, 
| knowing and appreciating the value of such service to the 
| patrons of the Post-Office Department.” 


| Southern Pacific.-—Track on this road is now laid to 
Rio Mimbres, N. M., 45 miles east of the point last noted, 
jand 467 miles from Fort Yuma. Work is progressing 
actively toward the junction with the Atchison, Topeka & 
Santa Fe, 


South Shore.—Tbis company has filed articles of incor 
poration in Ohio to build a railroad from Toledo to the 
| Pennsylvania state line in Ashtabula County. The pro- 
posed line is generally parallel to the Lake Shore road and 
} south of it. ‘Lhe capital stock is to be $2,000,000, and the 
Sonorpera sans are: James Brownlee, Thomas D. Cone, Clay 
| ton W. Everett, J. W. Heitt and A. H. MeVey. P 
| ‘Texas & St. Louis.—Track on this road is now Jaid to 
| Athens, Tex., 32 miles west by south from Tyler, and 158 
miles from Texarkana. Track laying is progressing rapidly 
towards Corsicana, 84 miles beyond Athens. The telegraph 
line between Texarkana and Tyler is being put up. About 
Dec. 1 a fast passenger train will be put on the road in ad- 
dition to the mixed trains now running. The company has 
decided to make Tyler a division station and to put the re- 
— shops there, and work on the necessary buildings has 
een begun. 5s 


Toledo, Delphos & Burlingtou.—Track is reported 
laid on the northern end of the Dayton Division from Mer- 
cer, O., south to Celina, seven miles. This leaves a gap of 
about 24 miles between Celina and Versailles on this di- 
vision. 

Toledo, Peoria & Warsaw.—The Purchasing Com 
mittee gives notice that on and after Nov. 2%, 1880, the 
receipts of the committee for first-mortgage Eastern and 
Western and Burlington Division bonds will be exchanved 
for the Tcledo, Peoria & Western Kailroad first-mortgage 
bonds, according to the reorganization plan, and the coupons 
on the new bonds, due July 1 and Oct. 1, 1880, will be perd 

New 


at the office at the Farmers’ Loan & Trust Company in 
Utah Eastern.—Track-leying on this road is progressing 
| 
| 
| 





York. 

as fagh as the weather will permit. The iron is down fiom 
Coalville, Utah, south by west to Kimball’s, about 16 miles, 
About 14 miles remain to finish the road to Alta, wheie con- 
nection will be made with the Wusatch & Jordan Vailey 
} | ‘ 
| road. 


| Vicksburg, Shreveport & Pacitic.—Tke whole line of 

this road from the present te1minus at Mource, La., to 
Shreveport is surveyed. The distance is 95 miles. Work is 
| in progress on the bridge over the Ouachita River, and it is 
said that the grading o1 the lire will soon be begun, 


Wabash, St. Louis & Pzacific.—At the special meeting 
in St. Louis, Nov. £0, varicus measures and }1opcsiticns 1e- 
lating to leasing and Luilding lines and issuing bonds already 
agrced upon by the directors were ratified. Among tLam 
are the issue of $1,600,000 of binds on the newly j ur- 


chased Champaign, Havana & Westein Railway und 
the extension ot the same; the lease of the Misscuii, 
Iowa & Nebraska Railway. involving the issue of 
$2.25 


2,250,000 in bends and $1,50U,000 in stock: an agrcement 
| tor the construction and leasing of the lowa, Missouri & Ne- 
| braska Railroad by the issue of bonds and stock; traific 
| agreements with the Great Western Railway Company, of 
Canada, with the Delaware, Lackawanna & Western Com- 
| pany. and with the New York, Lackawanna & Western 

ailroad Company, and an agreement for the construction 
and purchase of the Wabash, St. Louis & Pacific Railway in 
Nebraska. 











